
MarketAnalysis
Northwest CorridorTransit Feasibility Study

Prepared by the

Regional Transportation Authority

System Planning Division

TRflN
HE
328 . C4
M345





i.Mfii,;i
3 5556 028 287241

Market Analysis

Northwest Corridor Transit Feasibility Study

Prepared by the

System Planning Division

Regional Transportation Authority

181 West Madison Street

Suite 1900

Chicago, IL 60602

August 1998





Executive Summary

The Northwest Corridor Transit Feasibility Study is a comprehensive examination of the

transit and transportation needs of the Northwest Corridor located in the six-county

Northeastern Illinois region. The corridor is centered on the 1-90 Northwest ToUway, and is

bounded by Harlem Avenue on the east, the Kane/Cook County line on the west, the Metra

Union Pacific-Northwest commuter rail line on the north and the Milwaukee District-West

commuter rail line on the south. This study, conducted jointly by the Regional Transportation

Authority (RTA), the Illinois State Toll Highway Authority (ISTHA), Elk Grove Village,

Hoffman Estates, Rolling Meadows, Rosemont, and Schaumburg will identify and evaluate a

range of transportation improvement options, resulting in the recommendation of a small set

of feasible, cost-effective transportation improvements.

As the first major document of the Northwest Corridor Transit Feasibility Study, this market

analysis evaluates transportation markets and facilities, identifies mobility problems, assesses

the extent of these problems, and lays the groundwork for the generation of conceptual

alternatives. This analysis takes the basic approach of assessing transportation supply and

demand. Transportation problems result from inadequate supply in a given market,

geographic area, direction or time of day. These supply shortfalls are symptomized by

congestion and longer travel times. The conflict between these symptoms and goals for the

corridor's transportation system provide the basis for defining transportation problems.

A major distinguishing characteristic of the northwest corridor is its abimdance ofjobs. It has

as many jobs, totaling some 537,000 in 1995, as the total population of the District of

Columbia. Even more significant is that the job total greatly exceeds resident workers in the

corridor. In fact some 300,000 workers travel to the corridor to work. Most of the workers

coming to the corridor are from Chicago, Suburban Cook County, and DuPage County. The

importation of such a large a number of workers increases demand for and use of

transportation capacity. This imbalance will increase as employment growth is expected to far

outpace population increases through 2020.

The existing arterial and expressway system in the corridor is straining to meet travel

demands. Although the roadway capacity in the corridor in many cases is exceeded by

demand, the automobile is the primary mode of transportation in the corridor. Transit offers

limited alternatives to the automobile with most service geared to peak period work trips.

Transit's recent record in the corridor is mixed. It carries more than 50 percent of the work

trips from the corridor to the Chicago Central Business District, but 10 percent or less of work

trips to the corridor. Total transit ridership has increased west of O'Hare Airport since the

mid-1980s. The characteristics of transit users and their reasons for using transit vary. Those

traveling to the corridor are generally captive riders using Pace and/or CTA, particularly those

headed west of O'Hare Airport. Corridor residents using transit are generally choice riders

who use Metra.





Several travel markets play key roles in the corridor's transportation system. Work trips

dominate travel both during the morning and evening peaks, with those traveling in the

corridor experiencing longer travel times than their regional counterparts. Trips to and from

O'Hare International Airport are also an important part of travel in the corridor.

The northwest corridor's transportation system cannot comfortably service current travel

demand. That inability is caused to a significant degree by the large number of workers

entering and leaving the corridor in automobiles during the morning and afternoon peaks.

Consequences of the system's deficiencies include congestion, delay and increased travel

times. Meanwhile, transit carries a relatively low market share, particularly in the western

two-thirds of the corridor. All indications are that underlying trends will continue, leading to

less mobility in the corridor. Transportation deficiencies have constrained travel choices,

particularly with regard to mode choice, route choice, and time of day travel choice.
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1. Summary of Findings

The purpose of this market analysis is to identify transportation problems in the northwest

corridor. Figure 1-1 displays the framework followed to determine transportation problems in

the corridor. The analysis takes a basic approach of assessing the relationship between

transportation supply and demand. Transportation supply includes the roadway network and

capacity together with available transit services. For transit supply, the main issues include

geographic coverage and service levels. For highway systems, capacity is the central focus.

Transportation demand includes volumes of traffic, transit trips and travel markets, e.g.: work

travel, airport-bound travel, and through trip travel. Travel demand is segmented by

geographic areas, direction, and time of day. Transportation problems result from mismatches

between transportation supply and demand. These mismatches are symptomized by congestion

and longer travel times. The conflict between these symptoms and goals for the transportation

system in the corridor provide the basis for defining transportation problems.

Figure 1-1: Northwest Corridor Market Analysis Framework
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1.1 Transportation Problems

1.1.1 Constraints on Mode Choice

Travel options within the corridor, particularly west of O'Hare airport, are limited.

Auto travel in most cases is the only attractive choice for persons traveling to the west of

O'Hare Airport. Although transit services are provided in the corridor to all identified activity

centers, service levels and travel times currently limit the attractiveness of transit as a choice.

Few transit services are available outside of the peak morning and evening hours. In addition,

existing transit services west of O'Hare Airport must rely on congested roadways as a means

of travel.

The demographic and tripmaking profiles of transit riders traveling to the corridor indicate the

limited attractiveness of transit as a travel option. Transit users traveling west of O'Hare

Airport are overwhelmingly captive riders. Despite severe levels of congestion in the corridor

and substantial travel times, those with the means are continuing to travel by automobile. The

exception is a small number of Metra riders traveling to the corridor. The number of transfers

required for travel by transit and consequently high travel times make transit a much less

competitive travel option for most travelers. For those who do choose to travel by bus to the

corridor, they must also rely on the congested expressway and arterial system. As a result, bus

travel has a travel time disadvantage relative to the automobile within the corridor. Together,

the requirement for multiple transfers, uncompetitive travel times, and the perception that

transit does not offer a reasonable travel choice given that it relies on congested roadways limit

its competitiveness west of O'Hare Airport. In contrast, transit is an attractive option for

travel from the corridor to the Chicago central business district where it captures more than

50% of work trip travel.

1.1.2 Constraints on Route Choice

Travelers throughout the corridor have little choice but to tolerate congestion and

endure poor levels of service. The arterial and expressway system in the study area is

strained. Insufficient capacity is more widespread east of Roselle Road on both the expressway

and arterial system, but is also found on many of the major arterials to the west of Roselle

Road. Despite capacity constraints on the roadway system in the corridor, traffic volumes are

increasing.

Figure 1-2 displays daily Northwest Tollway traffic and capacity. The capacity problem is

most severe on the tollway in the eastern two-thirds of the corridor. Currently, volumes are

near to or above capacity to the east of Roselle Road. East of Elmhurst Road, congestion is

particularly acute with daily volumes exceeding capacity by up to 30 percent. As traffic

volumes grow, operating conditions on the Northwest Tollway will deteriorate. Severe

congestion will likely spread west to Roselle Road.
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Figure 1-2: Comparison of Northwest ToIIway Daily Capacity and Traffic'
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The major east-west arterials also are experiencing capacity problems. The corridor arterials

not only carry peak hour commuter trips, but also serve a significant amount of midday and

afternoon traffic as shown in Figure 1-3. Although the arterial capacity problem is less intense

than that of the Northwest Tollway, with the volume/capacity ratio ranging fi-om 0.9 to 1.1,

arterials are carrying high volumes for longer periods during the day. In addition to during

peak hours, the arterials also experience midday and afternoon volumes close to capacity.

Limited route options particularly affect travel between the city of Chicago and the

northwest corridor. Major barriers, such as O'Hare Airport and Busse Woods forest

preserve confine east-west travel options to a small number of routes. The result is a higher

demand for travel on those routes and few alternatives to roadways with poor service levels.

O'Hare and Busse Woods also limit the coverage of local streets and minor arterials which

often provide alternatives to congested roadways, particularly for shorter trips. Again, the

result is increased demand on a few major roadways.

The study area is divided into three subareas: 1) East of Elmhurst Road/York Road 2) Elmhurst Road/York Road to Roselle Road and 3) West

of Roselle Road. Additional detail provided in Chapter 2.
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Figure 1-3: Tollway and Non-Tollway Weekday Users

Trip Starting Time

Data Source: Illinois State Toll Highway Authority, 1992 & 1994 Surveys

1.1.3 Constraints on Time of Day of Travel

Insufficient transportation supply is available during the extended peak hours. As

indicated in Figure 1-4, traffic on the Northwest Tollway in the eastern subarea exceeds

capacity for nine hours during the day; from 6 to 10 a.m. and from 2:30 to 7:30 p.m. As a

result, users of the tollway experience significant delay during these periods. The hourly traffic

variation also indicates that this capacity constraint is in both directions in the eastern subarea.

Furthermore, the overwhelming trip purpose during peak hours is work related.

Figure 1-4: Northwest Tollway Hourly Traffic Volume
(Between Devon Avenue and Tri-State Interchange)

Data Source: Illinois State Toll Highway Authority, 1996 Traffic Counts
Note: Capacity ranges correspond to 2,000-2,300 passenger cars per hour per lane (pcphpl) under the ideal operating

conditions. Using CATS 1 8% reduction factors, the range of 1 650-1 885 pcphpl is derived (see Page 4-3 footnote)
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Work trips dominate the traffic volumes during peak hours and commuters generally

have limited control over the time of travel. Given the severity and duration of the

congestion period, few employees will have the ability to shift travel times to periods outside of

these congested times. The peak hours now number four hours in the morning and five hours

in the evening. While the corridor arterial system may not experience as much congestion as

the tollway, traffic volumes are high for much of the day, as was discussed previously and

shown in Figure 1-3.

Airport bound trips also add strain to the corridor roadway system. More than 17 percent of

total airport trips originate fi'om the northwest corridor. Analysis of time of day of travel

shows much higher traffic in the afternoon, evening, and late night, adding to congestion

during the extended evening peak hours.

1,1.4 Limited Mobility in the Corridor

Given the congestion on both the tollway and arterials, travelers have few alternatives to

the congested roadway system. Trips to the corridor will continue to experience extended

travel times. These times can be attributed to limited mode choices available, the number of

corridor workers traveling west of the airport and the continued growth in the number of

workers traveling to the corridor. As depicted in Figure 1-5, in 1990 the average travel times

for persons traveling to the corridor for employment exceeded the average for the six-county

Chicago region by more than 50 percent. Projections by NIPC indicate that employment

growth in the corridor will substantially exceed population growth through 2020. As a result,

Figure 1-5: Comparison of Average Travel Time
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the number of persons traveling to the corridor for work will continue to increase. However,

increasing commute times and limited mode choices may reduce the mobility of those traveling

to the corridor.

1.1.5 Summary

In summary, this analysis reveals that corridor transportation demand significantly

exceeds supply. This deficiency has led to fewer travel choices, particularly with regard to

mode choice, route choice, and time of day travel choice. Though the capacity of the

expressway and arterial systems are constrained, if not exceeded by demand, the automobile

serves as the primary mode of transportation in the corridor. As a result, individual travelers

experience constraints on their route and when they travel. Long term prospects indicate that

the existence of relatively few transit options will further limit mobility in the corridor. The

corridor's transportation problems are defined based on an extensive analysis of its

transportation system and travel patterns, as summarized in the next section.

1.2 Corridor Characteristics

1.2.1 Employment Concentration

A major distinguishing characteristic of the northwest corridor is its abundance ofjobs.

Its current job total is some 537,000. What is significant from a transportation standpoint is

that the job total greatly exceeds the resident workers in the corridor. In fact some 300,000

workers travel to the corridor to work. This fact significantly increases demand for and use of

transportation capacity. This imbalance will increase. NIPC forecasts corridor employment

growth to far outpace population growth over the next 25 years. By 2020, the corridor is

expected to add more than 250,000 jobs, but only 30,000 residents.

Employment is concentrated in the eastern two-thirds of the corridor. Population, meanwhile,

is more evenly dispersed. Several major activity centers, each with an appreciable number of

employees, have a significant effect on the corridor's transportation system:

I-90/Cumberland Ave;

Rosemont;

O'Hare Airport;

Elk Grove Village/Bensenville Industrial Areas;

Rolling Meadows/Golf Road;

Woodfield Regional Center; and

Prairie Stone.
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1.2.2 Auto Travel

Data provided by the Dlinois State Toll Highway Authority (ISTHA), the Illinois

Department of Transportation (EDOT) and the Chicago Area Transportation Study

(CATS) indicates that the existing transportation system in the northwest corridor is

failing to meet travel demands, particularly in the central and eastern subareas. The

corridor's expressway system and most of its major arterials carry daily traffic volumes that

exceed the capacity of the roadways, particularly east of Roselle Road. Despite capacity

constraints on the roadway system, traffic volumes continue to increase. The continued

growth in volumes is resulting in a deterioration of conditions on both the expressway and

arterial systems. Detail on the corridor's expressway and arterial system is contained in

Chapter 4.

Auto travel is by far the dominant mode choice in the corridor. According to the 1990

Chicago Area Transportation Study Household Travel Survey (CATS HHTS), on an average

weekday, almost 2.3 million auto trips, 15 percent of the total for the six-county region, begin

or end within the boundaries of the study area. Auto travel in the corridor peaks during the

morning and evening with an evening peak that is longer in duration and more severe than the

morning peak. Detail on auto travel in the corridor is contained in Chapter 5.

1.2.3 Transit's Role

Transit service in the corridor is limited, with most service geared to peak period work

trips. Development is relatively dispersed which presents a challenge to the provision of

transit services. Despite the limited service, boarding data provided by the region's service

boards indicate that transit ridership has increased in the central and western subareas since the

mid-1980s. Bus routes serving Elk Grove Village and Woodfield/Rolling Meadows have

experienced the most substantial increases, in some cases doubling or tripling in ten years.

Ridership on Metra's reverse commute service (those headed to the corridor in the morning)

has increased from approximately 350 to just under 1,000 since 1985. Ridership at the O'Hare

and Rosemont stations has also increased. However, in the same period, ridership has declined

in the eastern subarea, particularly on CTA bus routes and at the two eastenmiost Blue Line

stations in the corridor, Harlem and Cumberland. Transit boardings on an average weekday in

the corridor total more than 21,000 on CTA rail and more than 23,000 on Metra. Detail on

the corridor's transit system is contained in Chapter 7.

As discussed in Chapter 8, the characteristics of transit users vary within the corridor.

According to 1996 Metra survey data, among those living in the corridor, persons who use

Metra are generally choice riders. These transit users typically have high incomes and autos

available for their trips. Most Metra users are traveling to work in downtown Chicago and

walk to their final destination. People riding Metra outbound to the corridor have a

demographic profile similar to CBD-bound Metra commuters.
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By contrast, CTA survey data from 1994 shows that CTA rail users with destinations in the

corridor by and large have lower incomes and lower rates of auto ownership than do their

Metra counterparts. This difference is accentuated for those persons using both CTA rail and

Pace to reach their final destinations in the central and western subareas. These transit users

are generally captive riders who often transfer two or more times to reach their destinations in

the corridor. They are traveling almost exclusively for work purposes.

As discussed in Chapter 9, joumey-to-work data from the 1990 Census shows that transit

carries only a small portion of the corridor's work trips. Metra carries most of the transit users

living in the corridor, while CTA and Pace services carry most transit users headed to the

corridor. The eastern subarea has the highest transit share within the corridor at 10 percent of

work trips, both entering and leaving the subarea. Within the central subarea, the transit share

is 6 percent of those traveling from the subarea and just 2 percent of those traveling to the

subarea. Within the western subarea, transit carries just 4 percent among residents of the

subarea and 1 percent of those traveling to the subarea.

Despite a relatively low overall market share in the corridor, transit carries a high

proportion of work trips to and from select locations. Transit consistently carries more

than 50 percent ofwork trips originating in each of the corridor's subareas headed to the

Chicago CBD. Transit also carries a relatively high proportion ofwork trips made by Chicago

residents to corridor job sites. This is particularly true among those persons headed to the

eastern subarea, where the transit share is almost one-quarter ofwork trips coming from

Chicago. By contrast, the transit share is low for work trips made entirely within the corridor

where it captures just 1 to 3 percent of the total.

1.2.4 Work Trips

Work trips are predominant both during the morning and evening peaks, with those

traveling in the corridor experiencing longer travel times than their regional

counterparts. Traffic congestion, as well as longer distances, contribute to the corridor's

relatively longer travel times. The portion of corridor work related travel significantly exceeds

its regional equivalent. During the morning peak, almost 90 percent of corridor trips begin or

end at a workplace, compared to 77 percent regionwide. Work related trips account for some

68 percent of the corridor's afternoon peak, compared to 52 percent for the region. The

corridor's all-day work related percentage is 60, whereas the region's is only 44. As discussed

in Chapter 6, Illinois State Toll Highway Authority (ISTHA) survey data collected in 1992 and

1 994 also indicates that on some facilities, including the Northwest Tollway and selected

arterials, more than 80 percent of trips conducted during the day are for work purposes. Travel

into the corridor occurs more during the morning peak while travel out of the corridor occurs

more during the evening peak. All of these data sources consistently indicate the significance

of travel related to work in the corridor.

Work trip data from the 1990 Census indicates that travel patterns and mode choice for work

trips vary substantially within the corridor by subarea. The corridor has strong connections to
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both the city of Chicago and Suburban Cook County which together account for almost 40%
of its workers. These locations also serve as an employment destination for almost 40% of

resident workers in the corridor. However, this connection to Chicago and Suburban Cook

declines in significance from east to west while the connection to DuPage County and the

region's collar counties increases. Detail on work trip travel is contained in Chapter 9.

1.2.5 O'Hare

Trips to and from O'Hare International Airport are an important part of travel in the

corridor. Based on data from a 1989 Landrum and Brown report and the O'Hare Intermodal

Station Study Final Feasibility by CATS, of the approximately 120,000 estimated trips entering

or exiting O'Hare Airport on a daily basis, 17 percent, or 20,400, have an origin or destination

in the northwest corridor. Apart fi^om airport employees, ofwhom 18 percent use CTA rail to

access O'Hare, the auto accounts for the vast majority of such trips. Travel to and fi'om

O'Hare peaks in the evening. Detail on O'Hare Airport is contained in Chapter 9.

1,2.6 Through Trips

Through trips and commercial vehicles account for a small proportion of total traflic in

the corridor. Estimates made using the 1990 CATS HHTS show that through trips account

for 2 to 5 percent of total trips in the corridor, with the higher proportion in the western

subarea. Data on commercial traffic gathered fi'om ISTHA, the Illinois Department of

Transportation and the Chicago Area Transportation Study show that commercial traffic

accounts for 3 to 15 percent of total traffic, with the higher proportion in the western subarea.

Detail on through trips and commercial traffic is contained in Chapter 9.

1.2.7 Summary

Overall, the northwest corridor's transportation system cannot service current travel

demand. The system's inability to meet demand is largely due to the large number of workers

entering and leaving the corridor in automobiles during morning and afternoon peaks. The

results of the system's deficiencies are congestion, delay and increased travel times and all of

their attendant externalities. Despite the high levels of congestion, transit use throughout the

corridor is low and in the central and western subareas is negligible. What is worse, all

indications are that the underlying conditions will continue on their present courses, leading to

greater shortfalls. Transportation deficiencies have constrained travel choices in the corridor.

Market Analysis 1-9 RTA System Planning Division





2. Market Analysis Purpose and Approach

2.1 Purpose

The market analysis for the Northwest Corridor Transit Feasibility Study is intended to

provide insight into the existing transportation system and travel market in the northwest

corridor. The goal of this analysis is to evaluate transportation markets and facilities, identify

mobility problems, assess the extent of these problems, and lay the groundwork for the

generation of conceptual alternatives to address the corridor's transportation problems. This

analysis answers basic questions pertaining to who is traveling in the corridor, as well as

when, why and how they are traveling. It evaluates whether the transportation system as it

exists today is meeting their needs. The market analysis, together with stakeholder interviews

and workshop results, are being used to develop a formal problem statement for the corridor.

2.2 Study Area and Data Sources

The northwest corridor study area resides in the Northeastern Illinois region which is

composed of six counties: Cook, DuPage, Kane, Lake, McHenry and Will, and contains the

City of Chicago. The northwest corridor itself is an area in the northwestern portion of Cook
County and the northeastern comer of DuPage County, centered on the I-90/Northwest

Tollway as shown in Exhibit 2-1 . Its boundaries are Harlem Avenue on the east, the

Kane/Cook county border on the west, the Union Pacific-Northwest rail line on the north and

the Milwaukee District-West rail line on the south. The corridor is approximately 24 miles in

length from east to west.

For the purposes of this study, the corridor is divided into three subareas to provide detail on

variations land use, demographics, and travel patterns within the corridor. The subareas

identified for this analysis are:

1) The Eastern Subarea (East of Elmhurst Road) - This subarea includes O'Hare Airport,

Rosemont, Des Plaines, Park Ridge, and all areas of Chicago contained within the

northwest corridor. It is the most urban of the three subareas.

2) The Central Subarea (Elmhurst Road to Roselle Road) - This subarea contains parts of

Mt. Prospect, the Elk Grove Village/Bensenville industrial area, Rolling Meadows and

roughly .the eastern half of Schaumburg including Woodfield.

3) The Western Subarea (West of Roselle Road) - This subarea contains the western half of

Schaumburg, most of Hoffman Estates, Prairie Stone, Barrington, South Barrington,

Hanover Park and Inverness. This subarea is the least developed of the three.

The three subareas divide the northwest corridor into distinct districts which roughly

correspond to changes in the nature and age of development within the corridor. The
easternmost subarea is the most mature and densely developed. It also has the most
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comprehensive transit coverage of the three. Development in the central subarea is more

contemporary and has occurred generally at a lower density than the eastern subarea. The

western subarea has the greatest potential for change among the three, given its coverage of

undeveloped land. The division of the corridor into three subareas roughly corresponds to an

equal division based on distance from east to west. Each of the three subareas have distinct

travel patterns, transportation issues and deficiencies.

No primary data collection was performed for this market analysis. However, numerous data

sources were made available by the agencies participating in the study. Comprehensive data

sources include the 1990 U.S. Census Transportation Planning Package and the 1990 Chicago

Area Transportation Study (CATS) Household Travel Survey. Land use, employment and

population data were provided by the Northeastern Illinois Plaiming Commission (NIPC).

Metra, CTA, and Pace furnished information on the transit system and its users. The Illinois

State Toll Highway Authority provided all tollway related data. The Illinois Department of

Transportation and the Chicago Area Transportation Study (CATS) ser\'ed as the source for

roadway capacity data and traffic volumes. Finally, data related to O'Hare Airport was taken

from the 1989 Landrum and Brown study.

2.3 Approach and Outline

This travel market analysis takes the basic approach of examining the relationship between

transportation supply and demand in the corridor based on existing data sources. Transportation

supply includes the roadway network and capacity and available transit services. This analysis also

extensively explores travel patterns in the corridor together with factors that drive transportation,

including land use, population and employment, with the goal of determining gaps between the

transportation supply and demand. Existing conditions in the corridor are the focus of the analysis,

supplemented with some historical trends and a limited discussion ofhow anticipated changes will

affect the existing pattern.

Chapter 3 evaluates the three key factors in the northwest corridor that drive transportation -

land use, employment, and population. The land use section focuses on existing conditions in

the corridor with the identification of major activity centers. The discussion of employment

and population focuses on recent trends, future projections, and spatial analysis.

Chapter 4 assesses the highway and arterial systems in the northwest corridor. This section

begins with a description of tollways, expressways and arterials in the corridor followed by

detail on volumes by time of day and direction. It also provides a brief historical context on

highway volumes. Finally, it summarizes capacity enhancements planned for the corridor's

highway system.

Chapter 5 analyzes the general travel patterns of auto users in the corridor, focusing on trip

purpose, trip distribution, time of day, and travel time in the corridor. The patterns of travel

within, to, and from the corridor are also discussed.
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Chapter 6 profiles the travel patterns among users of some of the major roadway facilities in

the corridor, specifically the Northwest Tollway and several arterials west of O'Hare Airport.

Chapter 7 summarizes existing transit services in the corridor including Metra commuter rail,

CTA rail and bus, and Pace suburban bus. Service levels and ridership are discussed in detail

for each of the service boards.

Chapter 8 presents a profile of Metra, CTA rail, and Pace transit users in the corridor. This

chapter specifically addresses the differences between traditional CBD bound commuters and

reverse commuters using the corridor's transit services.

Chapter 9 details four key market segments in the northwest corridor: work trips, O'Hare

Airport trips, through trips, and commercial trips.
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3. Existing/Evolving Land Use, Employment and Population

This chapter provides general demographic and land use information for the northwest

corridor. The first section of the chapter details land uses in the corridor and identifies major

activity centers. The second section addresses employment in the corridor with detail on

recent growth, total employment by sector, employment clusters, spatial orientation and a

summary of projections for 2020. The third section discusses population with a focus on

recent growth and household characteristics including age, number of workers per household,

income and vehicle ownership. It also addresses the spatial layout of population and

summarizes projections for 2020.

3.1 Land Use

3.1.1 General Land Use

Land use in the corridor varies from the more densely developed residential, commercial, and

industrial areas in and around O'Hare airport to a lower density mix of residential, agricultural

and commercial uses on the corridor's western edge. In general, the intensity of development

is higher in the eastern two-thirds of the northwest corridor, with little land remaining

undeveloped. The western third of the corridor contains multiple tracts of undeveloped land

and several large forest preserves held in conservation. Land use data provided by the

Northeastern Illinois Planning Commission (NIPC) designates uses under one of the

following categories based on 1990 conditions (see Exhibit 3-1):

• Residential - includes single-family and multi-unit development;

• Manufacturing/Industrial - includes manufacturing, warehousing and distribution

facilities;

• Commercial - includes retail, offices, hotels and entertainment facilities;

• Institutional - includes medical, educational, religious and government facilities;

• Transportation Facilities - includes intestate highways, tollways, airports, utilities,

independent parking and communication facilities;

• Open Space/ConservationAVater - includes parks, recreational space and other land

preserved for conservation; and

• Vacant/AgriculturalAVetlands - includes land with the potential for future development

including agricultural land, vacant land and areas where development is underway.

Residential

As a general rule, the density of residential development declines fi-om southeast to northwest.

Residential development in the corridor is predominantly single-family. However, some

multi-family development is found throughout the corridor, particularly in Schaumburg,

Hoffman Estates, Rolling Meadows, Arlington Heights and areas east of O'Hare Airport. The
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highest density residential development is found in the eastern subarea. Within the corridor,

residential and commercial uses are generally separated. Residential development is common

throughout the corridor, with the exception of the far northwestern part of the corridor where

large tracts of undeveloped and conservation land limit its coverage.

Industrial/Manufacturing

Most of the industrial facilities in the corridor are concentrated in the eastern subarea of the

northwest corridor in and around O'Hare Airport, particularly in Elk Grove Village and

Bensenville. Other light industrial development is located in the central subarea of the

corridor including the Motorola facility west of 1-290 in Schaumburg. Industrial

development in the corridor is consistently made up of light industry in buildings of one or

two stories.

Commercial

Retail development is scattered throughout the corridor, primarily along major arterials. The

nature of this development varies from small shopping centers to "big box" retailers. The

most significant concentration of retail is found just to the west of 1-290 along Golf Road.

The corridor's largest regional malls, Woodfield Mall and One Schaumburg Place, are both

located south of Golf Road, just to the west of 1-290.

Office development is concentrated in several clusters including the I-90/Cumberland

interchange, Rosemont, Woodfield in Schaumbiu-g and Prairie Stone. Several corporate

campuses dedicated to single employers are also located in the corridor including Ameritech

in Hoffman Estates and the Motorola International Headquarters in Schaumburg. In addition,

smaller, one to two story office buildings, are found throughout the corridor on some of the

major arterials, including Algonquin Road, Golf Road and Higgins Road.

Other significant commercial development in the corridor includes Arlington International

Race Track (currently closed to racing but host to other events), the Rosemont Exposition

Center, the Rosemont Theater and several major hotels. The most significant concentration of

hotels is found just to the east of O'Hare Airport in Rosemont. Smaller, low to mid-rise

hotels are scattered throughout the corridor.

Institutional

Some of the more significant institutional uses in the corridor include schools, the Alexian

Brothers Medical Center in Elk Grove Village, the Columbia Hoffinan Estates Medical Center

on Harrington Road, William Rainey Harper College on Algonquin Road in Palatine, the

satellite campus ofNorthern Illinois University in Prairie Stone, the Roosevelt University site

in Schaumburg and village administrative centers throughout the corridor.
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Open Space/Conservation

Several large tracts of land in the corridor are dedicated to recreation or open space. Notable

areas of conservation include the Poplar Creek, Paul Douglas and Spring Creek Valley forest

preserves adjacent to Hoffman Estates, the Crabtree Nature Center Forest Preserve to the east

of Barrington, Busse Woods located in Elk Grove Village, Rolling Meadows and Schaumburg

and conservation areas adjacent to the Des Plaines River. With the exception of Busse Woods
and areas adjacent to the Des Plaines River, all of the large conservation tracts are clustered in

the western subarea.

3.1.2 Land Use by Subarea

The mix of land use varies significantly within the corridor. Table 3-1 below summarizes

major land uses by each subarea. The following section provides a brief description of land

uses and major activity centers within each subarea.

Table 3-1: Land Use by Subarea



Figure 3-1: 1990 Land Use - Eastern Subarea



Central Subarea

As with the eastern subarea, the central subarea is highly developed with only 12 percent of

land remaining vacant. Residential uses account for the highest proportion of land use at 43

percent of the total. Commercial and industrial development represent 25 percent, as displayed

in Figure 3-2. The central subarea contains the highest concentration of industrial use in the

corridor.

Figure 3-2: 1990 Land Use - Central Subarea

Vacant Commercial
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the west, Algonquin Road on the north, Busse Woods on the south, and Arlington Heights

Road on the east, with some additional development just east of Arlington Heights Road to

the south of Golf Road. As with the Rosemont and Cumberland/I-90 activity centers, the

most dominant form of development is office space. However, office buildings in this cluster

are spaced at greater distances than in the activity centers east of O'Hare Airport. Parking is

generally on surface lots and many of the buildings are surrounded by significant green space.

The result is a high concentration of office space, but at a lower density than in Rosemont or

Cumberland/I-90. This activity center is currently experiencing an expansion of employment

with a new facility under construction for

3-COM corporation, a proposal for two new office towers just east of IL 53/1-290 on Golf

Road, and the construction of a new office building in Elk Grove Village just to the south of

the Northwest Tollway and east of Arlington Heights Road.

Woodfield Regional Center

The Woodfield Regional Center stands as one of the most significant clusters of activity in the

corridor with a concentration of retail, office and manufacturing. This cluster is roughly

bordered by Algonquin Road on the north, Higgins Road on the south, Roselle Road on the

west and 1-290 on the east. However, some additional retail and office development is located

south of Higgins Road along Martingale Road to the west of 1-290.

The mix of office and retail land uses found in this cluster is unique to the activity centers in

the northwest corridor. Woodfield Regional Mall and One Schaumburg Place are two

regional malls located in the middle of this activity center with office development to the

north, south and west. Motorola's international headquarters is located at the northern edge of

this activity center. Many of the office buildings in Woodfield are surrounded by surface

parking and some greenspace. However, some buildings are accompanied by structured

parking which allows for a greater density of development than in the Rolling Meadows/Golf

Road cluster. This activity center is the most significant in the northwest corridor in terms of

the number of office buildings and the amount of retail development. Three major new office

developments are beginning or nearing construction within this activity center.

Western Subarea

The western subarea shows the most distinct pattern of land use in the corridor, as shown in

Figure 3-3. It has both the highest proportion of vacant land, at 28 percent of the total, and

open space, at 23 percent of the total. Consequently, the amount of developed land in the

western subarea is small compared to the other two subareas. The high proportion of land

dedicated to open space wdll also limit future development to a level below that found in the

other two subareas. Residential use accounts for the bulk of developed land, at 36 percent of

the total. Together, commercial and industrial development account for just 10 percent of

total land use, less than half of that found in the other two subareas. It is important to note

that the western subarea has experienced the most significant development of the three
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subareas since the NIPC land use inventory was conducted in 1990. As a result, the estimates

of land uses by categories are not as current and may understate the level of commercial and

residential uses.

Figure 3-3: 1990 Land Use - Western Subarea



corridor increased by 42 percent compared to 14 percent for the region. From 1990 to 1995,

total employment in the corridor increased by 6 percent compared to 5 percent for the region.

The western subarea outpaced the other two subareas in employment growth since 1980.

Employment in the eastern subarea, which includes O'Hare Airport, increased by 30 percent

between 1980 and 1990, but by just 3 percent from 1990 to 1995. Total employment in the

central subarea, which includes Elk Grove Village and Schaumburg, increased by 47 percent

from 1980 to 1990, but since 1990 has increased by just 6 percent. The westernmost subarea

experienced an increase of 79 percent from 1980 to 1990 and 22 percent from 1990 to 1995.

Although the proportional increase in employment was higher for the western subarea during

both periods, the absolute increase was actually higher for the central subarea.

Table 3-2: 1980-1995 Employment Trend



3.2.2 Employment by Industry

The northwest corridor contains a somewhat different mix of employment types than the

region. Employment types also vary within the corridor. Employment is classified in one of

the following six categories:

1) manufacturing;

2) retail;

3) service (includes finance, insurance, and real estate);

4) TCUW (transportation, communications, utilities and warehousing);

5) government; or

6) other (includes self-employment).

Figure 3-4 compares employment by industry in the northwest corridor to that in the region.

The corridor shows a higher proportion ofTCUW and manufacturing employment than does

the region. Despite a significant concentration of retail development in the corridor, total

employment in this category is below the regional average. Government and service sector

employment also fall below the regional average.

Figure 3-4: 1995 Employment by Industry

Manu. Retail Service TCLW Gov. Other

Bnployment Category

DaU Source: NIPC 1995 Employment Estimates, April 1998

The composition of employment varies across the corridor as shown in Figure 3-5. In the

easternmost subarea, much of the employment is concentrated in the TCUW and service

sectors. The central subarea contains high levels of employment in the service, manufacturing

and TCUW sectors for the highest concentration of manufacturing employment in the corridor.

The westernmost subarea shows high levels of retail and service sector employment. The high

level of retail employment is due, in large part, to the classification ofmany of the Sears

employees in its headquarters location as retail sector employees.
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Figure 3-5: Corridor Subarea 1995 Employment by Industry
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Data Source; NIPC 1995 Employment Estimates, April 1998

3.2.3 Spatial Distribution of Employment

Employment concentrations in the corridor are found along major roadways including 1-90 and

major arterials. Exhibit 3-2 indicates the number of employees by quartersection in the corridor

based on NIPC 1995 estimates. Four quartersections are equal to one square mile.

Employment in the corridor is concentrated in several locations. Most ofthese locations are

also identified in the land use discussion as activity centers in the corridor. Quartersections

containing more than 4,000 employees are as follows:

1-90 and Cumberland Avenue (Chicago);

1-90 and River Road (Rosemont);

O'Hare Airport (Chicago);

Algonquin Road and Busse Road (Mount Prospect);

Busse Road between Higgins and Devon (Elk Grove Village);

Prospect Avenue between Thomdale and Irving Park (Itasca);

Woodfield (Schaumburg, South of Golf Road, West of I-290/IL 53);

Algonquin and Meacham (Schaumburg/Motorola);

Plum Grove Road (South of Palatine Road, Palatine/Hoffman Estates); and

Prairie Stone Business Park (HoflEhian Estates/Sears).

In most cases, each of these clusters of employment is represented by one or two

quartersections exceeding 4,000 employees. The Woodfield cluster is the most significant in

terms of area covered, with five quartersections exceeding 4,000 employees. O'Hare Airport

shows the highest concentration of any location in the corridor. Consistent with the general
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spatial orientation of employment and commercial development in the corridor, all of these

concentrations, with the exception of Prairie Stone, are located east of Roselle Road.

Exhibit 3-2 also shows several other areas with a substantial concentration of employment not

identified as activity centers including clusters in Itasca and Wood Dale along Devon Avenue

to the east of 1-290, along Barrington Road north and south of 1-90 in Hoffman Estates and in

Rolling Meadows along Euclid Avenue to the east of IL 53.

3.2.4 Projected Changes in Employment

NIPC has projected employment growth in the corridor for the purposes of the 2020 Regional

Transportation Plan (RTP). This forecasting process resulted in several different employment

forecasts based on different airport and transportation system investments. For the purposes

of this report, 2020 forecasts are summarized for the Existing Airports RTP Build Scenario.

This forecasting scenario assumes that additional demand for air travel will be met at the

region's existing airports with the fiill implementation of transportation projects in the 2020

RTP. This scenario has the most significant effect on travel in the northwest corridor.

NIPC employment forecasts for 2020, as shown in Table 3-4, indicate that employment in the

corridor will increase at a pace faster than that of the region. The eastern and western

subareas will experience the most rapid increases, although the central subarea will still

increase at a pace faster than the region. In total, the corridor is expected to add more than

250,000 jobs by 2020, an increase of almost 50 percent over 1995. The western subarea is

projected to increase at the fastest pace, but its projected employment in 2020 is projected as

still just one-third of the other two subareas.

Table 3-4: 2020 Employment Projections



3.3.1 Population Totals and Trends

Total population in the northwest corridor has increased at a rate above that of the region both

during the 1980s and 1990s (see Table 3-5). Population increased in the corridor by 8 percent

from 1980 to 1990 compared to just 2 percent for the region. From 1990 to 1995, population

in the corridor increased by 5 percent compared to just 3 percent for the region.

Within the corridor, population is increasing at a faster pace in the western subarea. Although

population growth has accelerated both in the region and in the northwest corridor during the

1990s, growth in the western subarea actually appears to slow during this later period. The

central subarea population increased by 9 percent from 1980 to 1990, and 4 percent from 1990

to 1995. This pace exceeds the regional average during both periods. The eastern subarea

experienced a net decline in total population from 1980 and 1990, although this trend reversed

slightly from 1990 to 1995 with an increase of 2 percent.



16,000 persons per square mile compared to less than 7,000 in the central subarea and less

than 6,000 in the western subarea.

Table 3-6: 19951



Table 3-7: 1990 Population Distribution by Age







Vehicle ownership rates are higher in the corridor than in the region (see Table 3-10).

However, ownership rates vary widely across the three subareas. In the western subarea, just

3 percent of households do not own a vehicle, compared to 9 percent in the eastern subarea.

In the western subarea, 74 percent of households own at least two vehicles, compared to 62

percent in the central subarea and just 52 percent in the eastern subarea.

Table 3-10: Vehicles per Household



I-90/Cumberland Avenue;

Rosemont;

O'Hare Airport;

Elk Grove Village/Bensenville Industrial Areas;

Rolling Meadows/Golf Road;

Woodfield Regional Center; and

Prairie Stone.

Land use patterns in the corridor show that the eastern and central subareas contain only a

small portion of vacant land. By contrast, the western subarea still maintains a high

proportion of vacant land available for additional development. Residential development is

found throughout the corridor while non-residential uses are more common in the eastern and

central subareas.

According to data provided by NIPC, employment is concentrated in the central and eastern

subareas. The separation of residential and commercial land uses in the corridor contributes

to a spatial distribution of population which is lower in areas with higher levels of

employment and higher in areas with less employment. From 1980 to 1990, the corridor's

significance as a regional employment center increased dramatically. During this period,

employment grew by 42 percent while population increased by just 8 percent.

NIPC population and employment forecasts through 2020 indicate that the corridor's

significance as a regional employment center will continue to increase. Employment growth

is expected to exceed population growth over the next 25 years. Population in the eastern and

central subareas is expected to remain relatively stable, while employment growth is expected

to continue. The western subarea is expected to experience the highest growth rates in

employment and population through 2020. Despite high levels of growth, in 2020 the western

subarea is expected to still contain a only small portion of total employment and population.
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4. Northwest Corridor Highway System and Traffic

This chapter provides an overview of the roadway system in the northwest corridor as it exists

today. The first section details major expressways and arterials in the corridor, with a

discussion of major faciUty improvements and additions expected through 2020. The second

section discusses the roadway system's ability to handle existing volumes with a detailed

capacity analysis. The third section provides additional insight into the capacity analysis by

focusing on traffic volumes by time of day and direction. Finally, the last section details

changes in traffic volumes across the corridor since the early 1 980s.

4. 1 Highway System Overview

4.1.1 Expressway System

The northwest corridor is served by several major tollways and freeways, under the

jurisdiction of either the Illinois State Toll Highway Authority (ISTHA) or the Illinois

Department of Transportation (IDOT). Major expressways serving the corridor include 1-90,

1-190, 1-294, IL 53/1-290, and the Elgin-O'Hare Expressway. A map of these roadways is

contained in Exhibit 4-1.

The Northwest Tollway, 1-90, has a general east-west orientation through the northwest

corridor. The tollway is three lanes in each direction with the exception of two limited four

lane sections including one located just west of Devon Avenue to the Toll Plaza and one

westbound only fi-om IL 53 to Roselle Road. The section west of Harrington Road in the

western subarea of the corridor was widened from two to three lanes in each direction in 1992.

The Tollway merges with 1-190 just east of O'Hare Airport. To the east of this merge, 1-90 is

three lanes in each direction with the exception of a small portion around Cumberland which

is four lanes.

1-294 follows a general north-south path just to the east of O'Hare Airport. This tollway is

three lanes in each direction north of 1-90 to beyond the study area boundary and four lanes in

each direction south of 1-90 to beyond the corridor boundary. The section south of 1-90 was

widened in 1993. This roadway is a part of the Tri-State Tollway which connects northern

Indiana to Wisconsin following a path which bypasses the city of Chicago.

IL 53A-290 is a north-south expressway located roughly in the center of the study area. This

facility is four lanes in each direction through the corridor, with the exception of the section

north of Kirchoff Road in Rolling Meadows. The northern terminus of this expressway is just

north of the corridor at the Lake/Cook county border. It continues south beyond the corridor

boundary and then splits with one fork turning east to downtown Chicago and the other

running further south into DuPage County.
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The Elgin-O'Hare Expressway is a 6.5 mile roadway that opened in 1993. This roadway is

two lanes in each direction and connects IL 20 in Hanover Park to IL 53/1-290 and Thomdale

Avenue. This expressway connects areas of Hanover Park and the southern part of

Schaumburg to 1-290 and industrial areas in Itasca, Bensenville and Elk Grove Village via

Thomdale Avenue at its eastern terminus.

4.1.2 Arterial System

The northwest corridor is also served by an extensive network of arterials. Some of the more

significant arterials are designated under the region's Strategic Regional Arterial (SRA)

system. This designation establishes those arterials which are intended to serve regional trips.

SRA routes in the corridor include east-west oriented Higgins/Touhy, Algonquin Road/Golf

Road, Irving Park Road; and the north-south routes of IL 59, Harrington Road, Roselle Road/

Euclid Avenue/Quentin Road, IL 83, Mannheim Road, Cumberiand Avenue, and Harlem

Avenue. Other key arterials in the study area, which are not included in the SRA system,

include Golf Road west of Algonquin, Devon Avenue, Thomdale Avenue, Schaumburg Road,

Arlington Heights Road, and the Meacham Road/Plum Grove Road corridor.

In general, major arterials in the corridor provide a network of north-south and east-west

routes. However, several major barriers, including O'Hare Airport and Busse Woods, limit

the coverage of arterials in parts of the corridor. No arterials pass through O'Hare Airport and

only Higgins Road passes through Busse Woods. Both of these barriers also limit the

coverage of local streets that have the potential to reduce traffic on arterials. Similarly, the

Northwest ToUway limits north-south altematives, particularly to the west of IL 53.

4.1.3 Planned New Facilities

Several major enhancements to the roadway system are planned in the northwest corridor.

Among the major facilities included in the recently approved 2020 Regional Transportation

Plan are:

• 1-90 Add Lanes, between 1-294 and Roselle Road - Project calls for the widening of 1-90

from three to four lanes in each direction. Planning work for this project is on hold in

light of the Northwest Corridor Transit Feasibility Study

• O'Hare Bypass/East Elgin-O'Hare Extension - The O'Hare Bypass is a north-south

roadway that will connect 1-90 to 1-294 west of O'Hare Airport and also connect into the

East Elgin O'Hare extension. The East Elgin O'Hare extension is an east-west roadway

that will connect the O'Hare Bypass to the Elgin O'Hare Expressway. Currently, ISTHA

is not working on these projects.

• Elgin O'Hare Extension - This project calls for a two mile extension ofthe Elgin O'Hare

Expressway from its current terminus in Hanover Park to US 20 in Streamwood.

Currently, IDOT is not working on this project.

These enhancements are shovra in Exhibit 4-1.
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4.2 Roadway System Capacity Analysis

In this section, the volume to capacity ratios (v/c) for the roadways in the northwest corridor

are calculated and mapped in order to provide a measurement of roadway congestion. Volume

data is provided by the Illinois Department of Transportation (EDOT) for arterials, and by the

Chicago Area Transportation Study (CATS) for expressways. Capacity information is

provided by CATS. Roadway volume is measured in average daily traffic (ADT) while

capacity is measured in passenger cars per hour per lane (pcphpl). After converting traffic

volumes from daily to hourly values using CATS peak hour factors (PHFs)', the peak hour v/c

is examined. Roadways with v/c ratios above 1 are experiencing significant levels of

congestion and delay because there is more demand than supply for the roadway.

Capacity is defined as the amount of traffic a roadway is able to carry while still operating at a

level of service (LOS) 'E' or better^. LOS is a qualitative measure describing roadway

operating conditions as perceived by motorists. For expressways, LOS 'E' corresponds to

speeds of 30 miles per hour and spacing between vehicles of 80 feet or less. For multiple lane

arterials, LOS 'E' also corresponds to speeds of 30 mph. More information on LOS may be

found in the Transportation Research Board's Highway Capacity Manual which provided the

basis for this analysis. Exhibit 4-2 provides detail on peak hour v/c ratios on the roadway

segments in the corridor where data is available.

V/C ratios in the northwest corridor indicate severe levels of congestion in this part of the

region. Traffic volumes are exceeding capacity on many of the arterials and expressways in the

corridor. Although data is more limited for the arterial system, almost all the major arterials

are also experiencing volumes at or near capacity. Expressways and arterials near or above

capacity during the peak hour include:

Expressways:

• 1-90 (East of Roselle Road);

• 1-190;

• 1-294 (North of 1-90);

• IL 53/1-290 (South of Higgins Road, North of Kirchoff Road); and

• Elgin O'Hare Expressway (East ofMeacham).

' Peak hour factor is defined as the percentage of daily traffic that occurs during the peak hour. For

expressways peak hour factor (PHF) is 7.8 percent; for arterials PHF is 10 percent.

^ Capacity for expressways at a level of service (LOS) 'E' is estimated at 2,000 passenger cars per lane per hour

(pcplph) under the ideal operating conditions. Using the Highway Capacity Manual guidelines, reduction

factors based on lane width, number of lanes, lateral clearance, percentage of commercial vehicles and driver

population (regular versus non-regular users) are applied to this baseline capacity. The capacity estimates

provided by the CATS indicate an 18 percent reduction from the 2,000 base, or 1,650 pcplph. While CATS
highway capacity data is the most comprehensive data source readily available, it may slightly overstate

capacity constraints on expressways in the corridor.
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East-West Arterials:

• Algonquin Road (Kane County Line to Barrington Road & Roselle Road to

Mannheim);

• Higgins Road (East of Golf Road);

• GolfRoad(EastofIL59);

• Thomdale Avenue (Elgin O'Hare Expwy. to IL 83); and

• Irving Park Road (East of 1-290).

North-South Arterials:

Harlem Avenue;

Cumberland Avenue (South of 1-90);

River Road;

Elmhurst Road (North of Devon Avenue);

IL 83 (South of 1-90);

Meacham Road (North of Schaumburg Road);

Roselle Road (North of Schaumburg Road);

Barrington Road; and

Portions of IL 59.

A selected number of arterials and expressways in the corridor have the potential to carry

some additional traffic. Major expressways with additional capacity include 1-90 to the west

of Roselle Road and 1-294 south of 1-90 to beyond the northwest corridor boundary. Most of

the arterials with available capacity are limited in their ability to serve regional trips due to a

lack of connections to other roadways. As an example, Schaumburg Road is operating below

capacity, but does not cross Busse Woods.

Although many ofthe major arterials are close to or above capacity, some traffic may be

accommodated by parallel collector streets or minor roadways. This is particularly true east

of I-290/IL 53 where a grid system of local roads is in place. West of IL 53/1-290, collector

streets and local roadways do not follow a grid pattern. As a result, fewer alternatives exist

for local trips in this area which places a greater demand on the arterial system.

4.3 Peaking and Direction of Traffic

An important component ofthe capacity analysis is an evaluation ofthe peaking of volumes

and the directional orientation of traffic movement. This data provides information on the

time of day during which the transportation system in the northwest corridor is experiencing

its most significant problems. ISTHA has provided 24-hour vehicle counts at toll plazas in

the study corridor. IDOT has provided data on intersection movements for selected locations

in the corridor. This intersection data provides a more limited picture of general directional

flow and peaking.
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4.3.1 Tollways

Time of day travel information is available for five mainline toll plazas in or adjacent to the

northwest corridor. Three of these are located on 1-90 and the remaining two on the Tri-State

Tollway. The five toll plazas are as follows:

• Toll Plaza 9 - Westbound & Eastbound 1-90 in Elgin;

• Toll Plaza 1 7 - Westbound 1-90 @ Devon Avenue;

• Toll Plaza 1 9 - Eastbound 1-90 @ River Road;

• Toll Plaza 29 - Northbound Tri-State Tollway @ Touhy Avenue (North of 1-90); and

• Toll Plaza 33 - Southbound Tri-State Tollway @ Irving Park (South of 1-90).

Time of day traffic volumes on 1-90 indicate a traditional commuting pattern in the western

subarea and a bi-directional commuting pattern in the eastern subarea. Figures 4-1 and 4-2

detail time of day movements on the Northwest Tollway in the northwest corridor.

Figure 4-1: Northwest Tollway Hourly Traffic Variation

Tollway Traffic Volumes - Plaza 9

Time of Day

NW Tollway between Devon Avenue and TrI- |



Data from the Tri-State Tollway (see Figure 4-2) indicates a similar peak in the morning for

both northbound and southbound traffic, and a much higher peak southbound in the evening.

Data on northbound movements are captured at a location north of 1-90 and southbound

movements by a plaza south of 1-90. One of the weaknesses in data from the Tri-State Tollway

is the absence of plazas which capture northbound and southbound movements at the same

location. Despite this limitation, it does appear that a general bi-directional commuter pattern

exists with more traffic headed south in the evening.



4.3.2 Arterials

Data on the directional movement of traffic on arterials is less complete. Several limitations

to this data make it difficult to establish strong conclusions. First, coverage of the data is

limited. IDOT has provided intersection data for those locations where this information has

been gathered in approximately the last five years. This data provides traffic counts for

approaching traffic in each direction as well as turning movements. In contrast to tollways

with limited choices for exits, local arterials offer many options for movement including

turns, driveways, and through traffic. As a result, specific intersections may be affected by

local land uses or other localized impacts. No data is available to indicate the proportion of

long distance trips or to establish a general pattern of movement by time of day. In addition,

data is available only fi^om 6:00 a.m. to 5:00 p.m. This time period limits the coverage during

the evening peak. Despite these limitations, this data provides some indication of peaking by

time of day.

Specific data analyzed to examine time of day movements was collected in 1994 and 1995

and is confined to three east-west and one north-south facilities at the following locations:

• Higgins Road @ Meacham;

• Golf Road @ Meacham;

• Algonquin Road @ IL 83; and

• Busse Road between Algonquin & Higgins.

Figure 4-4: Hourly Traffic Variations at Selected Arterials - 1

Higgins Road @Meacham

Time of Day

Data Source: IDOT 1995 Traffic Counts



through the afternoon and evening in both directions. The high midday volumes may be the

result of the concentration of retail development including Woodfield Mall.

An examination of the IDOT arterial data for locations just west of O'Hare Airport shows a

similar pattern of peaking in the morning and evening, as shown in Figure 4-5. A more

distinct pattern occurs on Busse Road with higher movement southbound in the morning and

northbound in the evening. Traffic on Algonquin Road shows more of a bi-directional

peaking pattern similar to the toUway plazas at Devon and River Road. As indicated before,

high volumes of midday trips are shown on all the major arterials in the corridor.

Figure 4-5: Hourly Traffic Variations at Selected Arterials - II



Table 4-1: 1984-1995 Growth In Expressway Traffic Volumes



East-West Expressways

Within the corridor, traffic volumes have increased consistently on the Northwest Tollway

since 1984. Since 1990, volumes have increased more rapidly in the western subarea.

Growth rates in the central and eastern subareas may be influenced by capacity constraints.

The Elgin-O'Hare Expressway, although new to the region's expressway system in 1993,

already carries a significant volimie of traffic. This facility is 6.5 miles in length and connects

1-290 and Thomdale Avenue on the east to IL 20 in Hanover Park on the west. Despite its

limited service area, by 1995 this facility carried average daily volumes of more than 80,000

just west of 1-290. Volumes on the Elgin O'Hare Expressway are still below the other

expressways in the northwest corridor.

The opening of the Elgin-O'Hare Expressway has had some impact on the Northwest Tollway

traffic as indicated in Table 4-2. Traffic volumes on the section of the Northwest Tollway

parallel to the Elgin-O'Hare Expressway increased at a slower pace after the opening of the

new expressway in 1993. Some traffic may have been diverted from the Northwest Tollway

to the Elgin-O'Hare Expressway to reach I-290/IL-53 at Thomdale Avenue.

Table 4-2: Assessment of Elgin-O'Hare Expressway Impact on NW Tollway



major arterials in the corridor approach capacity, traffic may divert to parallel facilities with

less significant delays. The screenline approach captures some of these diversions and is able

to assess general increases in traffic volumes. For each screenline, expressways and major

arterials with the potential to carry longer distance trips were included. Screenlines do not

include smaller collector streets or local roadways.

Five screenlines were chosen to assess general east-west movement in the corridor. Traffic

volumes were collected for major arterials at each screenline for the years 1982, 1990, and

1994. In some instances, data was not available for specific routes for the given years, so data

for the most recent year available was collected. The location of screenlines is intended to

capture movements between various activity centers. The five screenline locations are

displayed in Exhibit 4-3. The traffic volumes are shown in Table 4-3.

Table 4-3: Screenline Traffic Volumes for East-West Movements



screenline located between Elk Grove Village and Schaumburg, which showed the slowest

rate of growth during this period.

In the 1990s, no clear trend has emerged from growth rates in traffic volumes. The screenline

west of Roselle Road exhibits the highest rate of growth, likely due to the opening of the

Elgin O'Hare Expressway. The growth rate of traffic at the screenline just west of the

entrance to O'Hare Airport follows with the second highest rate. The remaining three

screenlines exhibit higher increases in the west, declining to the east.

The Northwest Tollway plays a significant role in carrying east-west traffic as indicated in

Table 4-4. The tollway carries more than one-third of total traffic through much of the

northwest corridor. The tollway carries a greater proportion of total traffic near O'Hare

airport, likely due in part to the narrowing of the corridor and fewer travel options around the

airport. The corridor narrows moving from west to east which reduces the number of arterials

included in the screenline. The screenlines do not include local roadways which are more

common in the eastern subarea. Despite these limitations of the summary data, this

information indicates the significance of the Northwest Tollway in east-west movements.

Table 4-4: Northwest Tollway Traffic Share by Screenline Locations

Location



I—StateHwy4:





peaks than does the arterial system. Despite capacity constraints on the roadway system,

traffic volumes in the corridor are continuing to increase. The continued growth in volumes is

likely to result in a continued deterioration of traffic conditions on both the expressway and

arterial systems.

Some of the more significant findings based on ISTHA, IDOT and CATS traffic and capacity

data include:

• The corridor experiences heavy volumes on its roadway network during the morning and

evening peaks;

• The evening peak is more intense and longer in duration than the morning peak;

• The arterials show more consistent volumes during the day with less substantial peaking

during the morning and evening than expressways in the corridor;

• The Northwest Tollway carries a high proportion of east-west traffic movement in the

corridor;

• The opening of the Elgin O'Hare Expressway has had little dampening effect on traffic

growth on the Northwest Tollway and parallel arterials;

• Since 1990, traffic volumes have grown on the Northwest Tollway, with the highest

increases in the western subarea of the corridor; and

• Traffic has increased more on the Northwest Tollway than on adjacent arterials.
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5. Roadway System Users

This chapter details general travel patterns among auto users in the northwest corridor. The

data source is the 1990 Chicago Area Transportation Study (CATS) Household Travel Survey

which serves as the most comprehensive source of data on daily trips in the six-county

Northeastern Illinois region. The first section discusses the general patterns of travel both

within and outside of the corridor. This section details estimates of the volume of travel into

and out of the corridor on a daily basis. It also provides insight into those areas with strong

connections to the corridor. The second section provides detail on the characteristics of these

trips, including trip purpose, travel by time of day, and travel times.

5. 1 Daily Auto Travel Patterns

The 1990 CATS survey may also be used to report on the flow of trips in the region. This

survey was conducted at the household level and follows the daily trips of 19,314 households

in the region. More than 1 60,000 trip records were collected which contain detail on trip

origins and destinations, purposes, mode of travel, travel time, and the time of day of travel.

Almost 1 7,000 trips records were collected for trips with an origin or destination within the

northwest corridor. The survey responses are weighted based on demographic variables of

household size, auto ownership, and spatial characteristics of respondents.

According to the survey, more than 86 percent of the regional daily person trips were made by

automobiles with the remaining 14 percent of travel occurring by walking, transit or some

other mode. Within the corridor, 91 percent of the total daily person trips were made by

automobiles and 9 percent by walking and transit. Given the dominance of auto travel, the

auto travel market will serve as the focus of this section.

The 1990 CATS Household Travel Survey (HHTS) provides data on the flow of auto traffic in

the region . A total of 15.7 million trips are made by auto in the region on a daily basis. Of
this total, 2.3 million, or 15 percent, have an origin and/or destination in the northwest

corridor. Within the northwest corridor, 55 percent of auto trips occur within the study area

boundaries. The remaining trips have either an origin or destination outside of the corridor.

The strongest connections to the corridor include north suburban Cook (20 percent), DuPage
County (1 1- percent), and the City of Chicago (13 percent), particularly on the north side of the

city accounting for the majority of these trips (10 percent). No other geographic area accounts

for more than 4 percent of daily trips. Despite the close proximity of Lake, Kane, and

McHenry coimties, trips to and fi-om these locations make up only a small part of the

corridor's total daily trips. In fact, south suburban Cook Coimty has more auto trips to and

Expansion factors developed for the HHTS survey are suitable for use in an analysis of township travel flows.

Respondents were grouped into township zones with similar socio-economic status and response rates. In some
cases, township were disaggregated into smaller zones to develop factors based on more homogenous
respondents.
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from the corridor than McHenry County. Table 5-1 shows the distribution of trips into and

out of the corridor on a daily basis. Exhibit 5-1 shows the desire lines that describe this

distribution in visual form. Daily auto trips are shown in one direction only because the

reverse flows are almost identical.

Table 5-1: 1990 Total Auto Trips To/From the Northwest Corridor

Origin/Destination



Exhibit 5-1

1990 Daily Auto Trips to the Northwest Corridor

Data Source: 1990 CATS Household Travel Survey

RTA System Planning Division, May 1998





The eastern subarea shows a strong connection to the city of Chicago and suburban Cook

County. Together, these two locations account for just over 50 percent of the total trips

beginning or ending within the eastern subarea as shown in Figure 5-1. Other locations with a

relatively strong connection to the eastern subarea include the central subarea which represents

8 percent of daily trips and DuPage County with 6 percent.

Figure 5-1: Auto Trips to/from the Eastern Subarea

Central Subarea

8%

Eastern Subarea

28%

Subuiban Cook

26%

Data Source: 1990 CATS Household Travel Survey

Trip patterns into and out of the central subarea show a more diverse geographic mix of

origins and destinations and origins (see Figure 5-2). About one-third of trips are internal to

the subarea. Other areas with a strong connection include suburban Cook with 21 percent of

daily trips, the western subarea with 1 3 percent, and DuPage County also with 1 3 percent.

The central subarea shows a less dramatic connection to the city of Chicago with only 6

percent of total auto trips.
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Figure 5-2: Auto Trips to/from the Central Subarea

Central Subarea

32%

Suburban Cook

21%

Eastern Subarea

Data Source; 1990 CATS Household Travel Survey

The western subarea shows a much different pattern of tripmaking as indicated in Figure 5-3.

Much like the central and eastern subareas, almost one-third of daily trips are internal to the

subarea. Another 27 percent have a connection to the central subarea. Unlike the central and

eastern subarea, many more trips in this subarea have connections to other locations to the

west, including Kane County and McHenry County. The western subarea shows the weakest

connection to the city of Chicago which accounts for only 3 percent of daily trips and suburban

Cook with 10 percent. Similar to the central subarea, 10 percent of trips have a connection to

DuPage County.

Figure 5-3: Auto Trips to/from the Western Subarea

Chicago



5.2 Characteristics ofAuto Trips

The remainder of this chapter analyzes the 1990 CATS HHTS to examine the characteristics of

auto trips in the northwest corridor. Specific issues addressed in this analysis include trip

purpose, trip distribution by time of day, travel time, and vehicle occupancy. It is important to

note that the data analyzed for this report includes only trips made by automobile. Transit trips

will be analyzed using other data sources. In contrast to the first part of this chapter, this

analysis will evaluate survey results without weighting responses.

This analysis provides detail on daily travel patterns in the corridor as well as information for

the three peak periods of morning (6-8 a.m.), midday (1 la.m.-lp.m.), and evening (4-6 p.m.).

Peak periods are based on the distribution of trips within the corridor which, in general, follow

regional patterns. The only exception is the morning peak which on average occurs in the

corridor from 6-8 a.m. compared to 7-9 a.m. for the region. Much of the analysis focuses on

differences between trip patterns in the northwest corridor as compared to the region. Within

the corridor, trips are fijrther defined by three categories:

1

)

Entering - trips beginning outside the northwest corridor and ending

within the corridor;

2) Exiting - trips beginning within the northwest corridor and ending

outside the corridor; and

3) Internal - trips beginning and ending within the corridor's boundaries.

5.2.1 Trip Purposes

Commuting trips account for a large portion of daily trips in the corridor. This trip type is

particularly common during the morning and evening peaks. Figure 5-4 through Figure 5-7

detail trips by category for the northwest corridor and the region. Trip purposes evaluated for

this study are classified in one of the seven following categories:

1

.

Home to Work - Includes all trips between a person's residence and workplace;

2. Non-Home Based Work - Includes all trips between a person's workplace and a location

other than home;

3. Home to Shopping - Includes all trips between a person's residence and shopping activities;

4. Home to School - Includes all trips between a person's residence and school;

5. Home to Recreation - Includes all trips between a person's residence and recreation activity;

6. Home to Other - Includes all other trips with an origin or destination at a person's residence;

and

7. Non-Home Based Other - Includes all trips not connected to a person's residence or

workplace. Examples might include a trip between a restaurant and dry cleaners.
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The predominant trip type during the midday peak is the non-home based work trip as seen in

Figure 5-7. Home to work and home to shopping trips both account for 10 percent or more

trips during this period. The corridor shows a much higher proportion ofnon-home based

work trips during the midday at 50 percent compared to just 32 percent for the region.

Examples of this trip type include travel to lunch or shopping locations from a work site.

Figure 5-7: Midday Trip Purpose Comparison

Midday Trip Purpose - NW Corridor

y NH-\Afork

50%

Midday Trip Purpose - Region

H-Recrea

4%
H-School H-Shop

2% 15%

Data Source: 1990 CATS Household Travel Survey

5.2.2 Trip Distribution by Time of Day

Peaking is a key issue in the northwest corridor with the corridor showing slightly higher

morning and evening peaks than in the region. As indicated in Figure 5-8, the corridor shows a

general distribution of trips by time of day similar to that of the region as a whole, with peaks

in the morning, midday, and evening. The corridor does, however, have an earlier and more

intense morning peak. Explanations for this difference in departure times might include longer

travel distances, higher levels of congestion and longer travel times which require earlier

departures or a higher concentration of industrial employment with earlier start times.

Consistent with the region, the morning peak is shorter in duration and less severe than the

evening peak. The corridor also shows a slightly more intense evening peak than the region.

During the evening, the proportion of daily trips occurring during the two highest volume

hours is greater than for the region while the two shoulder peak hours are slightly lower than

the region. The result is a more pronounced and intense peak during the evening period.
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Figure 5-8: Comparison of Trip Distribution by Time of Day
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Figure 5-9: Trip Distribution by Time of Day Within the Northwest Corridor

16%



The distribution of trips by time of day also shows a clear pattern of commuting into the

corridor. The morning peak accounts for the largest proportion of daily trips entering the

corridor, followed by the evening peak. The greatest proportion of trips exiting the corridor

occurs during the evening peak, followed by the midday and finally, the morning peak. Both

of these patterns are likely the result of a large number of inbound commuters in the morning

who exit the corridor in the evening. The highest proportion of trips with an origin and

destination within the corridor occurs during the evening, followed by the midday. The

midday peak accounts for the second largest proportion of daily trips, despite a slightly higher

peak hour. The midday peak for internal trips is shorter in duration and more intense than the

evening peak.

5.2.3 Travel Time

Travel times in the northwest corridor exceed the regional average as shown in Table 5-3.

The average daily travel times for trips with an origin and/or destination in the study area

exceed the regional average by more than 30 percent. Preliminary analysis shows congestion

as well as longer travel distance contribute to the difference. The average travel time for trips

beginning and/or ending in the corridor is 28 minutes compared to just 21 minutes for the

region. During the morning, evening, and midday peaks, travel times in the study area are

consistently higher than the regional average. Travel times are highest for trips entering the

corridor during the morning peak and for trips exiting the corridor during the evening peak.

This data suggests that persons who enter the study area for work during traditional working

hours experience higher travel times than those who live in the corridor and commute out for

employment. During the midday, entering and exiting trips show a similar travel time.

Table 5-3: 1990 Mean Auto Travel Time In Minutes



trips taking longer than 40 minutes compared to 18 percent regionwide. This information is

displayed in Figure 5-11.

Figure 5-11: Mean Travel Time Comparison
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Data Source: 1990 CATS Household Travel Survey

5.3 Summary

Data from the 1990 CATS Household Travel Survey (HHTS) provides a solid picture of

travel patterns in the northwest corridor. Travel to and from the northwest corridor shows a

strong connection to areas to the south and east of the corridor. Coimections are less

significant to the west and north. The eastern two-thirds of the study area account for most

trips.

This corridor is characterized by notable morning and evening peaks, a large number of

commuter trips, and longer travel times than those in the region. The peak periods in the

corridor bear a significant proportion of total corridor trips. The morning peak is shorter in

duration than the evening peak with more trips headed into the corridor than out. The vast

majority of trips conducted during the morning peak are by persons heading to or from work.

The evening peak is longer in duration and more severe, wdth more trips headed out ofthe

corridor than into the corridor. Almost 70 percent of these trips are conducted by persons

headed to or from work.

Some significant findings based on the 1990 CATS survey include:

• Almost 2.3 million auto trips begin or end within the boimdaries of the study area on an

average weekday, 15 percent of the total for the region;

• Work related trips accoimt for a larger proportion of daily trips in the corridor than for the

region (60 percent vs. 44 percent);

• Work related trips make up the largest proportion of trips during both the morning and

evening peak periods;

• The corridor has more significant morning and evening peaks than does the region;
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The corridor evening peak is longer in duration and more severe than the morning peak;

The highest peak for trips entering the corridor occurs in the morning;

The highest peak for trips leaving the corridor occurs in the evening;

The highest peak for trips occurring within the corridor occurs during the midday;

Travel times in the corridor exceed the average for the region;

Travel times during the morning peak are higher for trips entering the corridor than for

those leaving the corridor;

Travel times during the evening peak are higher for trips leaving the corridor than for

those entering the corridor; and

Congestion, as well as longer travel distances, contribute to the mean corridor travel times

being higher than their regional counterparts.
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6. Travel on the Tollway and Selected Arterials

The Illinois State Toll Highway Authority (ISTHA) conducted several surveys which provide

detailed information on users of the roadway system in the northwest corridor. In contrast to

other data sources, this information is route specific. It captures only those persons who travel

through survey station locations on the tollway or selected arterials. As a result, this survey

information is likely to be biased toward persons making longer than average distance trips

who are more likely to use the tollway or regional arterials than local roadways. The first

section of this chapter provides background information on the survey methodology and

coverage to provide a context for the tollway data. The second section profiles the users of

the tollway and arterials in the northwest corridor including information on the origins and

destinations of trips, trip purposes, the frequency of travel, vehicle occupancy, vehicle type,

and the time of day of travel.

6.1 Survey Stations and Sample Size

ISTHA conducted two travel surveys in 1992 and 1994 to collect information on facility-

based travel characteristics. More than 250,000 mailback questionnaires were distributed to

passing motorists from 1 8 survey stations located in or near the northwest corridor. Ten

survey stations were located on tollway plazas and eight on arterials. All of the arterial

locations were located west of Illinois Route 83. These arterial survey stations were

designated for the express purpose of studying the proposed East Elgin Expressway

Extension. The tollway conducted surveys on weekdays for a continuous 1 2-hour period from

7 a.m. to 7 p.m. The collection of surveys during these 12 hours only may bias the sample

toward persons traveling for work purposes. Weekend surveys were also conducted at eight

tollway plaza locations. Exhibit 6-1 shows the location of these survey stations. More than

56,187 survey responses were received and coded. This response rate represented 1 1 percent

of total passing traffic and 18 percent of surveys distributed. A higher response rate was

observed from arterial users, with total returns representing 13 percent of passing traffic and

21 percent of surveys distributed. The large sample size is sufficient to examine travel patterns

and characteristics in the corridor.

6.2 Travel Characteristics

6.2.1 Catchment Areas

The ISTHA survey data indicates that more than 71 percent of survey respondents on east-

west arterials south of the Tollway had either an origin or destination within the northwest

corridor (see Exhibit 6-2). Although arterial survey stations were located in the southern and

eastern part of the corridor, trips passing through these stations had their origin or destination

in diverse parts of the corridor. However, only a few of those surveyed indicated trip origins

or destinations in the far northwest part of the corridor which is consistent with the
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concentration of conservation and vacant land in this part of the corridor. The survey data

indicates that east-west arterials carry primarily local trips.

The catchment area for the Northwest Tollway users is more extensive than that of the arterial

users as indicated in Exhibit 6-3. In contrast to the arterial users catchment area, it is much

broader, with a general orientation of trip origins and destinations close to one of the regional

expressways. Almost 60 percent of tollway users indicated an origin or destination in Cook or

Lake counties east of the Tri-State Tollway. A total of 30 percent indicated an origin or

destination from the corridor to the west.

6.2.2 Trip Purposes

The tollway survey data indicates the overwhelming significance ofwork trips on both the

Northwest Tollway and surveyed arterials during the survey hours of 7 a.m. to 7 p.m. Among
weekday daytime users, approximately 82 percent of trips made on the Northwest Tollway

were for work related purposes as indicated in Table 6-1 . The survey reveals a higher

proportion of work related trips eastbound and a relatively higher proportion of

recreational/social trips westbound. Out-of-state company related business trips account for a

greater proportion of westbound trips at the Elgin Plaza which is at the study area's western

boimdary.

Table 6-1: Northwest











Exhibit 6-3

Catchment Areas for Northwest Tollway Weekday Users
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ISTHA also provided survey data on weekend trips. More than 40 percent of surveyed trips

were for a recreational/social purpose and 24 percent for personal business. Work related

trips represented only 28 percent of the total compared to 82 percent on weekdays. Weekend

commuter trips were more common (more than 27 percent) on the westbound Northwest

Tollway at I-290/IL-53 (Plaza 15) near many retail and service jobs at Woodfield Mall.

A comparison of trip purposes at tollway plazas near O'Hare Airport with the arterial

screenline stations west of the O'Hare airport is presented in Table 6-2. The difference

between tollway and non-tollway users is not significant with the exception of a slightly

higher percentage of work related trips on the Northwest Tollway. Westbound arterials also

show a relatively higher proportion of shopping and personal business trips while the

westbound tollway shows a higher proportion of recreational/social trips.

Table 6-2:



Figure 6-1: ToIIway Users Trip Frequency Distribution



Table 6-3: Trip Frequency by Trip Purpose



6.2.4 Vehicle Occupancy

The tollway data shows low vehicle occupancies in the corridor, particularly for journey to

work trips. This finding is consistent with the 1990 CATS Household Travel Survey. Table

6-4 indicates vehicle occupancy in the corridor. More than 81 percent ofweekday tollway

users indicated that they were driving alone. Eastbound trips show a slightly higher

proportion of drive-alone trips, perhaps related to higher proportion ofjourney to work trips in

the eastbound direction. Multiple occupancy trips are much more common on weekends,

where less than half of trips are drive-alone.

Table 6-4: Distribution of Vehicle Occupancy

Facility by Direction



Table 6-5: Trip Purposes by Vehicle Occupancy

Northwest Tollway - Weekday



Table 6-6: Percent Distribution of Vehicle Classiflcation

Highway Facility by Direction



Figure 6-3: Hourly Traffic Variations



Some significant findings based on the ISTHA survey data include:

• The vast majority of tollway users in the northwest corridor have an origin or destination

within the region;

• More than 80 percent of weekday daytime tollway users are traveling for work related

purposes;

• Almost 80 percent of adjacent weekday daytime arterial users are traveling for work

related purposes;

• The majority of daytime weekday tollway users are frequent users of the system;

• Most daytime weekend users of the tollway are traveling for social/recreational purposes

and use the system only occasionally;

• More than 80 percent of daytime weekday and 45 percent of daytime weekend tollway

users are driving alone; and

• Tollway users are more likely to travel on the system during the morning and evening

peaks than arterial users.
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7. Existing Transit Service and Ridership Trends

This chapter details existing Metra Commuter Rail (Metra), Chicago Transit Authority (CTA)

and Pace Suburban Bus (Pace) service in the corridor with information on the levels of service

and trends in ridership. Particular attention is paid to the directional orientation of travel

using the concepts of the traditional and reverse markets. The traditional market is defined as

transit trips headed toward the city of Chicago in the morning and away from the city of

Chicago in the evening, while the reverse market is defined as trips headed away fi-om the city

of Chicago in the morning and toward the city of Chicago in the evening. This chapter

assesses the growth in transit use within these markets beginning with Metra, continuing v^th

CTA rail and CTA bus, and finishing with Pace.

7.1 Metra Commuter Rail

7.1.1 Service

Metra service in the corridor includes the Milwaukee District-West (MD-W), the Union

Pacific-Northwest (UP-NW) and the North Central Service (NCS). In total, 23 Metra stations

are located within the study area boundary - 1 on the UP-NW, 1 1 on the MD-W, one on the

NCS, and one shared by the NCS and MD-W. The MD-W and UP-NW are full service Metra

lines with express and local trains during peak hours, midday service, and limited reverse

peak service. The NCS serves primarily as a peak-period, peak directional service. Metra'

s

service in the corridor is directed toward passengers headed to the Loop during the morning

peak and outbound from the Loop in the evening.

As indicated in Table 7-1, service on all three lines is heavier during the morning peak in the

inbound direction. Only a few "reverse commute" trains operate on the MD-W and UP-NW
lines. Weekend service is less frequent on the MD-W and UP-NW and not available on the

NCS.

Table 7-1: 1997 Metra Service and Ridership



The UP-NW is a full service Metra line geared to the Loop bound commuter market. Inbound

morning and outbound evening service is frequent with a combination of express and local

trains. Off-peak service is limited to one train every one to two hours. The "reverse

commute" market is served with five outbound trains during the morning peak and three

inbound trains during the evening peak. The reverse commute market represents less than 5

percent of ridership on this line.

The MD-W provides a level of service similar to that of the UP-NW. The inbound morning

and outbound evening service is frequent with a combination of local and express trains. Off-

peak service is limited to approximately one train per hour. The "reverse commute" market is

served wdth five outbound trains during the morning peak and five inbound trains during the

evening peak. As with the UP-NW, this line is heavily used by passengers following the

suburb to city commute, the reverse commute market representing less than 5 percent of trips.

The NCS is relatively new to the Metra system with service commencing in the summer of

1996. This line provides limited service and is geared almost exclusively to suburb to city

commuters. In total, just five trains operate in each direction daily. Four of the inbound trains

run during the morning peak, with a final run occurring during the evening peak. The

outbound service includes one midday train and four trains during the evening peak.

Weekend service is not available.

7.1.2 Mode of Access/Commuter Shed

The mode of access to Metra stations falls into four categories - auto, walk, transit and other.

These modes are defined as follows:

• Auto - driving to the Metra station, getting dropped off, carpool passengers and

carpool drivers;

• Walk;

• Transit - rapid transit or bus; or

• Other - bicycling, motorcycles, and taxis.

The mode of access of Metra passengers is summarized by each subarea in Figure 7-1 and

Table 7-2. In the eastern subarea, the mode of access is dominated by auto trips and walking,

wdth the latter accoimting for one-third of all person trips to the stations. In the central

subarea, the vast majority ofpassengers access the service by auto at 82 percent of the total,

with walking representing 14 percent. In the western subarea, auto trips account for 94

percent of the total. The proportion of auto trips increases from east to west, while the

walking share falls significantly. One of the likely reasons for the declining walking share in

the west is the lower residential density in the central and western subareas.
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Figure 7-1: 1995 Metra Mode of Access in the Three Subareas
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Table 7-2: Subarea Level Comparison of Mode of Access



Roselle accounting for almost 50 percent ofthe total number of park and ride users on the

MD-W line. Along the UP-NW line, the stations of Palatine, Arlington Park, Arlington

Heights and Mount Prospect account for more than 50 percent of the park and ride users.

In general, Metra riders in the corridor travel to each of the stations from the north or south,

with the I-90/Northwest Tollway forming a physical barrier for the residences ofpersons

driving to the stations on either line. The residential locations of people driving to stations on

the UP-NW line extend as far south as 1-90 and those of persons driving to stations on the

MD-W line are between 1-90 on the north and North Avenue on the south. In addition to 1-90,

other factors influencing station choice may include available parking supply, train schedules,

fare zones, and employment locations in the Chicago CBD.

7.1.3 Ridership/Trends

Overall, Metra ridership has increased in the corridor since 1985, although at a rate below

system increases as indicated in Table 7-3. Total weekday boardings at Metra stations in the

corridor have increased approximately 17 percent between 1985 and 1997, from 19,796 to

23,100. Most of this increase is atfributable to the MD-W which outpaced the UP-NW in

ridership grovs^h during both the periods from 1985 to 1991 and 1991 to 1997. Several

stations in the corridor have had significant increases in ridership since 1985 including

Medinah - 140 percent, Schaumburg - 138 percent, Hanover Park - 91 percent, Bartlett - 66

percent and Edison Park - 65 percent. Stations with an increase in average weekday

boardings ofmore than 500 between 1985 and 1997 include Schaumburg - up 954, Hanover

Park - up 695, Palatine - up 506 and Arlington Park - up 501. Average weekday boardings

at the five stations along the MD-W between Medinah and Bartlett have increased by more

than 2,400 since 1985. With the exception of the Edison Park Station, all of these high

growth stations are located west of 1-290, in the central and western subareas.

Table 7-3: 1985-1997 Growth in Metra Ridership
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Despite the suburb to city orientation of Metra service, a significant number of commuters use

Metra to travel into the study area. Commuters are generally assumed as passengers exiting

trains during morning peak service. During the morning peak, 1 ,732 passengers exited Metra

trains at stations in the corridor. The source of these passengers include both inbound and

outbound trains (see Table 7-4). Although inbound service is more frequent during the

morning, 57 percent of these passengers traveled to stations in the corridor on outbound trains.

Stations with more than 100 alightings during the morning peak include Arlington Heights

(221), Arlington Park (179), Des Plaines (171), Barrington (129), Mt. Prospect (121), and

Park Ridge (103). All of these stations are located on the UP-NW.

Table 7-4: 1997 Metra Corridor Ridership by Direction

Metra Lines



Table 7-6: Metra Outbound A.M. Alightings in the Corridor



Table 7-7: 1985-1995 Trends in CTA Ridership



7.3 CTABus

7.3.1 Service

CTA bus service is limited in the corridor. Seven CTA bus routes serve the corridor. All of

this service is provided to the east of O'Hare Airport. Two of these routes operate exclusively

within the study area boundaries. Together these two routes, 64 and 69, average 620 weekday

boardings. Route 64 serves as a feeder service to the Cumberland station on CTA's Blue Line

and runs in a loop south of this station. Route 69 provides a similar service for areas south of

the Harlem station. CTA is considering replacing these fixed routes with a more flexible

service. Only a portion of the other five CTA bus routes operate in the corridor. Routes 80,

152, and 77 operate as part of the city of Chicago's grid system of buses and travel east-west

roughly from Chicago's western border to Lake Shore Drive. Finally, Routes 88 and 81

W

serve as feeder services to the Blue Line. Route 88 connects to both the Jefferson Park and

Harlem stations. Route 8 1W connects to the Cumberland and Jefferson Park stations.

7.3.2 Ridership/Trends

CTA weekday bus ridership has fallen significantly in the corridor since 1992 as shown in

Table 7-8. This ridership decline has occurred on all types ofCTA bus service and is

consistent with an overall system decline in bus ridership during the same period. Ridership

on Routes 64 and 69 has fallen by 30 percent since 1992 exceeding the system average of 22

percent during this same period. The east west grid buses for Routes 80, 1 52, and 77, which

show the highest ridership of the CTA bus service in the study area, have experienced a

decrease in ridership ofmore than 20 percent since 1992. Finally, routes 88 and 81W, which

also provide only a portion of service in the corridor, have both experienced a decline in

ridership of close to 40 percent since 1992.

Table 7-8: Trends in CTA Corridor Bus Ridership



7A Pace Suburban Bus/Vanpools

7.4.1 Fixed-Route Service

Pace operates bus routes throughout the northwest corridor. In total, 26 routes provide at least

a portion of their service in the corridor. Ten of these routes operate exclusively within the

study area boundaries and 15 provide service west of O'Hare Airport. The operating

characteristics of Pace routes include long-distance express routes connecting CTA rail

stations and major employment centers, feeder routes to Metra and CTA rail stations and local

service connecting residential, retail and commercial centers.

Following is a description of some of the key Pace routes in the corridor. Routes on this list

provide service over a wide area and in many cases have a relatively high level of ridership.

Key Routes in Corridor

• Routes 223/616 - Connect the CTA Blue Line at Rosemont to Elk Grove Village. Route

223 serves industrial areas and has the highest ridership of any Pace route in the corridor.

Route 616 serves areas along Arlington Heights Road;

• Route 606 - Connects CTA's Blue Line at Rosemont to Woodfield via 1-90, Algonquin

Road & Golf Road;

• Route 209 - Connects Woodfield to the UP-NW and CTA's Blue Line at Harlem via Golf

Road and the Northwest Highway;

• Route 600 - Connects Woodfield to CTA's Blue Line at Rosemont with express service

for inboimd commuters;

• Routes 696/699 - Local routes serving Palatine, Schaumburg, Elk Grove Village, Rolling

Meadows, and Arlington Heights. Both routes connect to Woodfield, residential,

commercial areas and stations on the UP-NW;
• Route 610 - Connects CTA's Blue Line at Rosemont to Prairie Stone via 1-90; and

• Routes 757/767 - Connect the Douglas and Congress branches of the CTA Blue Line and

the region's western suburbs to the northwest corridor. Route 757 connects to Elk Grove

Village and Woodfield. Route 767 serves Prairie Stone.

Pace service in the northwest corridor is primarily geared to peak period work trips with the

highest level of service during peak periods on weekdays. Several routes in the northwest

corridor target reverse commuters with service fi-om CTA's Blue Line to suburban

employment centers. In general. Pace routes in the corridor provide headways of 10 to 30

minutes during the peak period and one hour during the off-peak. Of the 25 routes in the

corridor, only seven operate on Saturday and three on Sunday.

Table 7-9 provides detail on Pace routes in the northwest corridor with information on the

general direction of routes, periods of operation, total weekday operating hours, the

orientation of service (inbound vs. outboimd), and average weekday ridership. The table is

limited to routes that travel west of O'Hare Airport, defined as Elmhurst Road. Of the 1

1
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routes operating east of Elmhurst, only two operate exclusively in the corridor. By contrast,

most of the routes west of Elmhurst Road operate exclusively or stay within the corridor

boundary for the most part. A focus on these routes provides a better picture of available bus

service in the corridor.

Table 7-9: Pace Service in Corridor (W. of Elmhurst Road)

Route



the evening. Four of the routes target commuters traveling from the city of Chicago and

adjoining inner suburbs to suburban employment centers. The remaining three target

commuters traveling from within the corridor toward the city of Chicago. Of the reverse

commuter routes, two serve Prairie Stone, one. Rolling Meadows and Woodfield and the

fourth, Wood Dale. Of the routes targeting inbound commuters, two provide feeder service to

Metra stations and the third connects to CTA's Blue Line at Rosemont. Routes targeted to

outbound commuters show significantly higher ridership levels than those which target

inbound commuters.

7.4.2 Ridership/Trends

Pace ridership has increased in the corridor since 1985. Most of this increase occurred

between 1985 and 1992 and is attributable to a select number of routes in the corridor.

Ridership increases are most significant for routes serving areas west of O'Hare Airport.

Total weekday ridership for the 25 routes with service in the northwest corridor has increased

from more than 14,000 in 1985 to more than 17,000 in 1997. In the period between 1985 and

1992 ridership on routes west of O'Hare Airport increased by more than 70 percent while

routes serving areas to the east saw a more modest increase of 7 percent. Since 1992,

ridership has increased by about 7 percent on routes serving areas west of O'Hare, while

routes east of O'Hare Airport have experienced a decline of about 13 percent as shown in

Table 7-10. Much of the gain in ridership to and from the area west of O'Hare Airport is

attributable to routes 223 and 606. Weekday ridership on Route 223, which connects CTA's
Blue Line to Elk Grove Village industrial areas, has more than tripled since 1985, from 700 to

2,585. Ridership on Route 606, which connects the CTA's Blue Line to commercial areas in

Arlington Heights, Rolling Meadows and Woodfield, has increased from 768 in 1987 to 1,561

in 1997. 1997 Pace ridership on three key routes is shown in Exhibit 7-4.

Table 7-10: Trends in Weekday Pace Corridor Ridership 1985-1997



7.4.3 Vanpools

Vanpools serve as an additional component of transit service in the northwest corridor. Pace

operates a total of 87 vanpools in the corridor. Of this total, 80 vanpools serve almost 600

persons traveling to employment locations in the corridor. The vast majority of these

vanpools are serving Prairie Stone (54) or the Federal Aviation Administration in Des Plaines

(14). On average each vanpool serving employment centers in the corridor carries seven

persons and travels more than 35 miles each way. Seven vanpools serve almost 50 persons

living in the corridor who travel to employment locations outside ofthe corridor. These

routes carry on average six persons a total of 35 miles each direction.

7.5 Summary

Metra, CTA and Pace all provide service in the northwest corridor. Metra service includes the

Milwaukee District-West line on corridor's southern border, the Union Pacific-Northwest line

on the northern boundary and the North Central Service line which traverses the corridor just

east of 0'Hare Airport. Pace serves the corridor wdth 26 bus routes, 10 of which operate

exclusively within the corridor boundaries. CTA serves the corridor from O'Hare Airport to

the east with the Blue Line rail service and seven local bus routes.

Much of the transit service in the northwest corridor is geared to traditional work trips. The

frequency of service declines outside of the morning and evening peak periods, and only

limited service is available during the late evening and on weekends. Most of the commuter

rail service in the corridor is targeted to the suburb to city commuter, while Pace and CTA
service shows less of a directional orientation in service levels. Four of the seven express

Pace buses in the corridor specifically target the reverse commuter.

According to ridership data provided by the region's three service providers, with the

exception ofCTA bus service, transit use has increased in the northwest corridor since the

mid 1980s. Notable increases have occurred on Metra' s Milwaukee District-West line (up

37%), several of the Pace routes, and at the Rosemont and O'Hare stations on the Blue Line.

Since 1985, Pace ridership has increased by more than 25 percent on routes in the corridor and

almost doubled on routes traveling west of O'Hare Airport. In contrast, all of the CTA bus

routes in the corridor have experienced ridership declines. Ridership among Metra' s reverse

market users destined to the corridor has increased more than 180 percent since 1985,

ou^acing growth in Metra ridership inbound to the corridor and in Metra' s traditional market.

Some significant findings based on transit ridership and service levels fi-om the three service

boards include:

• Transit service coverage, service levels, and ridership are highest from O'Hare Airport to

the east;
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Total transit boardings on an average weekday in the northwest corridor are more than

21,000 on CTA rail and more than 23,000 on Metra;

Pace ridership has increased by more than 80 percent since 1985 on routes traveling west

of O'Hare Airport;

Pace routes serving Elk Grove Village and Woodfield/Rolling Meadows have experienced

the most significant increases in ridership, in some cases doubling or tripling in 1 years;

The highest ridership Pace routes in the corridor connect to the CTA Blue Line;

Ridership on CTA rail has increased significantly since 1985 at the Rosemont and O'Hare

stations (both up more than 40%); and

The total number of Metra reverse commuters headed to the corridor has almost tripled

since 1985.
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8. Transit User Profile

This chapter profiles transit users in the northwest corridor by analyzing available survey data

from Metra, CTA and Pace. The analysis specifically addresses differences between the

traditional market and reverse market. Chapter 7 discusses the specific definition of these

markets. A profile of transit users for both traditional and reverse travel markets provides

insight into factors contributing to current travel choices in the corridor. The first section

discusses Metra and CTA users with some discussion of Pace users who also use CTA rail.

The second section provides additional information on Pace users in the corridor based on

survey data from a selected number of routes.

8.1 Metra/CTA Users

8.1.1 Survey Sample Size/Data Organization

In the summer of 1996, Metra conducted an on-board ridership survey in which 15,382 valid

survey responses were collected from 50,000 surveys distributed. Of these, a total of 2,250

and 1,230 were returned from the UP-NW and MD-W lines respectively. Metra's survey

collected information on the respondents' travel characteristics, socio-economic status,

weekly and monthly trip patterns, and attitudes on Metra service. The survey was conducted

during all Metra operating hours with responses occurring predominantly on the inbound

morning trains as shown in Table 8-1 . Metra attempted to survey users only once during the

day which resulted in the bias toward morning surveys.

For the purposes of this analysis, responses from persons traveling to or from the northwest

corridor are grouped to make comparisons between corridor Metra users and regional Metra

users. Responses within the corridor are ftirther grouped, based on the time and direction of

travel, to examine the difference between the suburb-to-city traditional market and city-to-

suburb reverse market. The midday trips, which include both inbound and outbound

directions, are categorized as city-to-suburb travel market because the survey results indicate

that about 50 percent of morning inbound respondents left work at least once before 3:00 PM
in the past month. Although the sample size for the corridor reverse market included just 151

respondents, this number represents more than 15 percent of Metra total corridor reverse

riders.

CTA conducted a similar passenger survey in 1994 to gather data on the CTA Blue Line

O'Hare Branch together with 29 CTA bus routes that traverse the northwest side of Chicago.

The survey was administrated during the morning peak (6 a.m. to 10 a.m.), and the midday

period. This analysis focuses only on the 2,138 rail survey responses received during the

morning peak.
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Table 8-1: Metra 1996 On-Board Survey Sample Size

Survey Period

and Direction



industrial areas immediately west of O'Hare airport; Routes 600 and 606 serving Woodfield

Mall; and Route 610 serving Prairie Stone. In addition, Route 209 connects to the Harlem

station and serves the Des Plaines and Woodfield Mall areas via Illinois Route 12 and Golf

Road.

Comparisons between Metra and CTA/Pace riders reveal some significant differences in both

the type and travel patterns of users. This difference is particularly notable between the Metra

reverse commuters and CTA/Pace reverse commuters. The following sections detail these

differences in travel and demographic characteristics.

8.1.2 Travel Characteristics

Trip Purposes - The vast majority of transit users in the northwest corridor are traveling for

work purposes. Among Metra users, more than 94 percent of the traditional market trips in

the corridor are work related, as shown in Table 8-3. This figure compares to 87 percent for

the reverse market where social/recreational trips represent another 9 percent of the total.

Table 8-3: Responses to Metra and CTA Surveys by Purpose

METRA SURVEY



Metra riders. The highest proportion of work trips are observed among riders who also use

Pace to reach destinations west of O'Hare Airport. Among this group of users, work trips

represent 98 percent of the total. This data indicates that Pace bus routes connecting to CTA
rail stations in the corridor serve work trips almost exclusively. Several other trip types

represent a significant proportion of total trips in the corridor. Most notably almost 10 percent

of outbound trips on CTA rail are airport related.

Trip Frequency - The majority of transit users in the corridor are frequent users of their

respective systems. Table 8-4 details trip frequency for transit users. The Metra survey

reveals that reverse market riders use Metra less frequently than those in the traditional

market. Among CTA rail users, inbound and outbound passengers show little difference in

the frequency of use. However, a high proportion ofCTA rail survey respondents (15 to 16

percent) had not used the service any other time in the previous week. This is likely due, in

large part, to airport related trips which accounted for 9 percent of the total. The most

important finding of the frequency of use is that residents of the city of Chicago who work in

the northwest corridor who use both CTA rail and Pace are using transit more consistently

than any other group. Among this subset of users, 92 percent had used the service at least

four other times in the previous week.

Table 8-4: Responses to Metra and CTA Surveys by Frequency

METRA SURVEY



bus, as shown in Table 8-5. Among morning inbound trips, almost three-fourths of Metra

users drive and either park or get dropped off. Among CTA rail inbound users in the corridor,

more than 90 percent reached the station by walking. The reverse travel market shows quite a

different pattern with a higher proportion of both Metra and CTA users accessing the rail line

by other transit services, particularly by bus. Among those trips destined to the corridor, 22

percent of Metra respondents and 55 percent ofCTA rail users indicated that they used

another transit service to access the respective rail line.

Table 8-5: Responses to Metra and CTA Surveys by Mode of Access

METRA SURVEY



The mode of access and egress appears to depend in large part on the land use/development

density and the availability of connecting transit service at the station. Users with trips

originating in lower density settings tend to access stations by driving, while those living in

higher density areas in the eastern subarea of the corridor are more likely to access transit by

walking. In terms of egress, persons with destinations in higher density locations, such as the

Chicago CBD, tend to access final destinations by walking, while those with destinations in

lower density locations, such as areas west ofO 'Hare Airport tend to use additional transit

services.

Transfers - As shown in Table 8-7, the Metra users in the reverse travel market transfer to

other transit services more often than the traditional group, as illustrated by a higher

percentage ofMetra users purchasing a CTA and/or Pace pass which allow for transfers. In

total, 5 percent of survey respondents from the traditional market purchased a transfer pass

compared to 15 percent of those in the reverse market.

Table 8-7: Responses to Metra Type of Ticket Links



8.1.3 Demographic Information

Age and Gender - In the corridor, Metra riders are, on average, older than users ofCTA and

Pace. This difference is particularly pronounced between Metra users and CTA/Pace users

headed west of O'Hare Airport. As shown in Table 8-9, more than one-fifth of CTA/Pace

users who commute outbound to the northwest corridor are under 25 years old, compared to

just 7 percent in this age group among Metra reverse riders.

Table 8-9: Age and Gender, Metra and CTA by Travel Direction

METRA SURVEY



reverse market users had a car available. Auto availability among Metra's reverse market is

lower than that found in its traditional market.

Table 8-10: Auto Ownership, Metra and CTA by Travel Direction

METRA SURVEY



CTA SURVEY



reverse market in the corridor. The surveyed bus routes include 600, 606, 610, 616, 757 and

767. Pace riders on these routes show a similar profile to Pace riders transferring from CTA.

The percentage of daily work trips on these routes varies from 83 percent of Route 606

serving Woodfield Mall area to 96 percent on Route 616 serving the industrial areas west of

airport. Most respondents indicated that they used the system on a frequent basis (79 to 91

percent use the bus 5 or more times weekly). Almost half of the riders on routes 610 and 767

access the service by automobile. The survey also indicates a majority of riders on route 610

are from Chicago, with a notable amount also from Norridge/Harwood Heights. It is likely

those Pace users who lived near the corridor CTA stations drive to River Road Park-and-Ride

lot and take the bus to the corridor. According to the Pace survey responses, these

respondents prefer Pace instead of driving is because they want to avoid traffic congestion and

to reduce auto operating and maintenance costs. The mode of access to Pace express buses

serving Prairie Stone is shown in Table 8-12.

Table 8-12: Mode of Access to Pace Express Bus to Sears Prairie Stone

Mode of Access



The chief difference between the regional and corridor riders is the mode of access. Corridor

riders are more likely to drive to Metra and less likely to walk.

For Metra riders in the reverse market, corridor riders are still similar in most ways to their

regional counterparts. They are headed to work 82 percent of the time, most own cars and

have a car available for the trip. They have high levels of education and household income,

use Metra frequently and have used it for more than a year. More corridor users view Metra

as the quickest form of travel than do their regional counterparts.

A comparison of Metra' s traditional and reverse markets indicates that reverse market riders

of Metra work in similar industries and hold comparable occupations. They have a somewhat

higher level of education (76 percent vs. 66 percent college graduates), are younger (58

percent vs. 48 percent under 40 years old), have lower household incomes (38 percent vs. 66

percent exceed $60,000) and own fewer cars (88 percent vs. 98 percent with one or more cars

in the household). They are more recent Metra users (17 percent vs. 7 percent have used

Metra less than six months) and a majority consider Metra the quickest way to make their trip

(74 percent vs. 82 percent).

According to CTA's 1994 Blue Line O'Hare Branch On-board Travel Survey, traditional and

reverse market CTA users in the corridor show significant differences in travel characteristics

and demographic profiles. Reverse travelers have lower household incomes, (26 percent vs.

10 percent households with income less than $20,000) and own fewer cars (31 percent vs. 8

percent of households with zero cars). Their journeys require transfers much more frequently

(75 percent vs. 25 percent with at least one transfer) and thus take a longer time to travel to

their final destinations. Traditional CTA riders are typically headed for the CBD. Outbound

users come from widely dispersed locations following the CTA bus grids and rail lines from

every area of Chicago. Their destinations are more concentrated in a few locations in the

corridor.

According to Pace survey data, Pace riders in the corridor cover a broad demographic profile.

A small number use an automobile to access express bus service to their worksite. Others

include express bus riders who require two or more transfers before arriving at the express bus

stop that then travels to their work site.

Among all of the groups evaluated, commuters who live in Chicago, work in the northwest

corridor west of O'Hare airport, and commute using a combination ofCTA rail and Pace

contain the highest proportion of captive riders. Two-thirds of these transit users have no car

available to make the trip and almost one-third have household incomes less than $20,000 per

year. Their use of transit is exclusively for work purposes and 70 percent transfer two or more

times. This subset of transit users in the corridor show the most consistent characteristics of

transit dependent users.
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Some significant findings from Metra, CTA and Pace on-board travel surveys include:

• Metra users in the corridor are, by and large, choice riders with higher incomes and auto

availability than CTA or Pace users;

• Reverse market Metra riders in many ways mirror Metra' s traditional market users, with

high incomes, high levels of education, and high levels of automobile availability;

• Reverse market CTA rail riders are much different than the CTA's traditional market with

lower incomes, less access to autos, and lower levels of education;

• Reverse market CTA rail riders require more transfers to reach their final destination than

those in the traditional market;

• Transit riders in the corridor who use both CTA rail and Pace to reach their final

destination are the most captive among transit users in the corridor with low incomes and

limited auto availability; the majority transfer two or more times to reach their final

destination; and

• The vast majority of Metra, CTA, and Pace trips to and from the corridor are for work

purposes.
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9. Travel Market Segments in the Northwest Corridor

This chapter details several travel submarkets critical to the northwest corridor. The first

section provides additional detail on the journey to work trip given its significance as a

proportion of total daily trips. In contrast to earlier sections which have also discussed work

trips, this section relies principally on 1990 U.S. Census Transportation Planning Package

data. The second section details travel associated with O'Hare Airport. O'Hare is the most

significant generator of trips in the corridor and also contains the highest concentration of

employees. The third section details through trips, those trips that pass through the corridor,

but do not have an origin or a destination within the corridor. The last section discusses

commercial vehicles.

9.1 Work Trip Travel

According to the CATS 1990 Household Travel Survey, approximately 60 percent of total

trips in the northwest corridor are for work related trips. The proportion of work trips soars

during the morning and evening peaks. These facts, discussed in detail in Chapter 5,

emphasize the need to generate more information on the work trip travel market. The 1 990

Census provides extensive detail on work trip travel patterns and the travel mode selected.

The northwest corridor is a net importer of workers. Many more workers head to rather than

fi-om the corridor. According to the 1990 Census data, the corridor imports almost 120,000

workers, many from the city of Chicago and suburban Cook County. Together, these

locations account for almost 45 percent of workers imported into the corridor (see Table 9-1).

Table 9-1: Number of Imported Workers in 1990

Origin or Destination



corridor are made by automobile. Transit carries only 7 percent of work trips by residents in

the corridor and 5 percent of work trips of those working in the corridor .

As shown in Table 9-2 and Table 9-3, the transit mode share declines from east to west.

Within the eastern subarea, transit captures 10 percent ofwork trips headed into the corridor

as well as 10 percent of work trips by residents. In the central subarea, transit captures just 2

percent of work trips by employees in the subarea and 6 percent for residents. The western

subarea captures the lowest transit share, at just 1 percent of work trips heading to the subarea

and 4 percent of those originating in the subarea.

Table 9-2: Mode Choice ofWork Trips Originating in Corridor



9.1.1 Work Trip Travel Patterns and Mode Choice by Subarea

Travel patterns and mode choice vary significantly among the three subareas in the corridor.

The eastern subarea shows strong connections to the city of Chicago and Cook County with

the highest transit mode share of the three subareas. The central subarea shows strong

connections to both the south and east with a lower transit mode share. The western subarea

shows strong connections both to the east and west with the lowest transit mode share. Each

of the three subareas is discussed in greater detail below. Within each of these subareas, travel

patterns are distinguished between residents of the subarea making work trips and persons

traveling to the subarea for work. Exhibit 9-1 displays work trips flows from each subarea,

while Exhibit 9-2 shows the work trips flows to each of the subareas.

Eastern Subarea

The eastern subarea has a high concentration of employment as indicated by the large number

of persons headed to the corridor for employment; see Figure 9-1 and Figure 9-2. Many
residents of the eastern subarea work in the city of Chicago. Chicago also serves as a source

of workers with approximately 32 percent of workers in the eastern subarea traveling from

Chicago. Other significant sources of workers include the northwest corridor itself with 28

percent and suburban Cook County at 23 percent. In total, 38 percent of residents in the

eastern subarea work within the corridor and 34 percent work in the city of Chicago, followed

by suburban Cook at 21 percent.



Table 9-4:
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Central Subarea

The central subarea also has a high concentration of employment as indicated by the more than

200,000 work trips headed to the subarea compared to just 1 13,000 resident workers who

begin their trip in this same subarea. The connection to the city of Chicago is still strong,

although not to the same degree as the eastern subarea. More than 14 percent of central

subarea residents travel to the city of Chicago for employment, while the city of Chicago

serves as the source of 12 percent ofwork trips to the central subarea. Residents of the

northwest corridor also serve as a major source of employees in the central subarea as

approximately 40 percent of central subarea employees also live within the corridor. More

than half of the residents of the central subarea also work at other locations within the

corridor. Other sources of employees include suburban Cook County at 19 percent of the total

and DuPage County at 15 percent.

Work Trips



Table 9-6: 1990 Work Trips - From the Central Subarea

Destination



Western Subarea

In contrast to the central and eastern subareas, the western subarea has more workers leaving

than entering. More than half the residents of the western subarea work at other locations

within the northwest corridor. Almost half of the employees in the western subarea also live in

the corridor. Other significant sources of employees include suburban Cook at 12 percent,

DuPage at 1 1 percent, and other counties, including Kane and McHenry. The city of Chicago

still serves as a major destination of residents of the western subarea, but just 6 percent of

workers in the western subarea travel from Chicago.

Figure 9-5

Work Trips from the Western Subarea
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'Other
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11%

Total Trips: 88,893

Figure 9-6

Work Trips to the Western Subarea
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9.1.2 Time of Day

According to the 1990 CATS Household Travel Survey, a large proportion of corridor work

trips occur during the morning and evening peak periods as shown in Figure 9-7. However, a

significant proportion ofwork trips (41 to 47 percent) occur outside the peak periods. More

than half of these off-peak work trips occur during the shoulder peak periods of one hour

before and after the peak periods, particularly from 8-9 a.m. and 3-4 p.m.

Figure 9-7: Proportion of Trips by Time of Day
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Dato Source: 1990 CATS Household Travel Survey

9.1.3 Travel Time

The difference in travel time for work trips between the corridor and region is more

pronounced than for all other trip purposes. Work trips in the northwest corridor are, on

average, eight minutes, or 28 percent longer than the average for the region. As shown in

Figure 9-8, a higher proportion ofwork trips exceed 35 minutes than for the region. Further

analysis of zone to zone auto travel distances shows that longer commute times is attributed to

the longer travel distances as well as higher levels of congestion.
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Figure 9-8: Comparison of Mean Travel Time

. Regional

• Corridor

Travel Time (minutes)

Data Source: 1990 CATS Household Travel Survey

9.2 O'Hare Airport Travel

O'Hare Airport, located in the eastern subarea, is a major activity center in the northwest

corridor and accounts for a large number of corridor trips. Its impact on the transportation

system is substantial with an estimated 120,000 person trips entering and exiting the airport on

a daily basis in 1989. An analysis of groundside airport related travel demand is an essential

part of the market analysis. At the Northwest Corridor Employer Workshop conducted earlier

in 1998, convenient access to and from O'Hare Airport for business travelers emerged as one

of the concerns among the employers.

In 1989, Landrum & Brown, Inc. conducted the Ground Access Study at O'Hare International

Airport for the city of Chicago, Department of Aviation. Surveys of airport employees and air

passengers were conducted. This analysis focuses primarily on reports and tabulations from

this study.

9.2.1 Total Travel Market

Four types of travelers travel to O'Hare Airport: air passengers, visitors, airport employees,

and airline employees. In 1989, the total number of boardings and alightings at the airport,

excluding interline connections, was estimated at 23.5 million, which corresponds to roughly

32,000 daily person trips entering the airport from the region as air passengers . About 61

percent of all O'Hare flights made in 1989 were interline transfers according to the 1989 air

passenger survey. Enplanements are typically given in total air trips including interline

passenger trips and must be adjusted to get one way, non-transfer air trips , the kind that are

important in describing ground travel to O'Hare for this study. In addition to air passenger

O'Hare Airport Ground Travel Survey, Technical Report SP90-06, CTA Strategic Planning Department, 1990.
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trips, the total number of visitors was estimated at 10,000 according to the survey results of

0.3 visitors per air passenger.

A significant number of work trips are also made to O'Hare. In 1989, 33,000 persons were

employed at O'Hare although not all of these workers report on any given day. On an average

weekday, 20,000 work trips are made to O'Hare. Approximately 42 percent of these workers

are airport employees and 58 percent are airline employees, including both flight crew and

non-flight crew personnel . Together air passengers, visitors and all workers account for

approximately 62,000 trips to O'Hare Airport on an average day. Trips to the airport by the

four classes of travelers are summarized in Table 9-10.

Table 9-10: Estimates of Total Trips to O'Hare Airport

Airport Related Travelers



their trip in the north suburbs, DuPage County, the northwest suburbs, or downtown Chicago.

Workers of all types employed at the airport, originate their trips in a large geographic area

extending from downtown Chicago, through the near north and northwest side of the city of

Chicago, up to and through the northwest corridor.

Tabulations of these same trip origins from the Terminal Support Work Group Report #2 are

summarized in Table 9-11. The city of Chicago accounts for one third of the total airport

bound trips. More than half of all air passengers (58 percent) and half of all workers (57

percent) come from DuPage Coimty, the north or the northwest suburbs. Air passengers are

generally well dispersed throughout the region whereas workers have more definitive origins.

However, the origin of work trips to the airport varies by the type of employee according to

the survey. Airline employees are more likely to come from Chicago's north side or the

suburbs while airport workers are primarily from Chicago, along the CTA rail and bus routes.

As indicated in Table 9-1 1, the northwest corridor represents 14 percent of the total daily air

passengers and 22 percent of workers headed to O'Hare or 17 percent of all trips headed to the

airport. Based on the regional total of 62,000 person trips headed to O'Hare on a daily basis in

1989, over 10,000 of these begin in the northwest corridor.

Table 9-11: Originating City/County for O'Hare Trips

Airport
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Table 9-12: Access Modes Used for O'Hare Trips

Access Mode



9.2.5 Travel by Time of Day

Time of day travel to/from airport is an important component in determining whether airport

bound trips contribute to roadway capacity problems. A traffic count program was conducted

by Landrum & Brown, Inc. as a part of the Ground Access Study at O'Hare airport. Three

survey locations on 1-190 west of the interchange with Bessie Coleman Drive are analyzed for

the two-week period from August 13 through September 1, 1989.

Figure 9-9 displays the average hourly traffic volumes for vehicles exiting the airport by day

of week. The peaks are in the late afternoon and early evening periods all days of the week.

Sundays have the highest vehicle count, with a peak of 3,800 vehicles per hour at 6 p.m. in the

evening. The Sunday peak, except for a dip at 5 p.m. is broad, stretching from 2 p.m. to 8

p.m. with counts upwards of 3,500 vehicles per hour. The traffic pattern for Monday indicates

an almost uniform rate of arrival (2,500 vehicles/hr) between 5 a.m. and 9 p.m. Of the

weekday counts, Tuesday through Thursday show a sharp evening peak, reflective of weekday

commuters returning home after work.

Figure 9-9: Traffic Exiting From O'Hare Airport - 1-190 Eastbound
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Data Source: Landrum and Brown, Terminal Support Work Group Report #2, 1990

Figure 9-10 displays the traffic volumes entering the airport during the survey period. The

highest traffic volumes are observed on Fridays, where the peak stretches through the

afternoon and early evening hours with volume ofup to 3,500 vehicle trips per hour.

Although it is difficult to draw conclusions from this data, it indicates more air passengers fly
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out of O'Hare airport on Friday afternoons. For typical weekdays, both morning and evening

peak hours experience a similar level of traffic with over 2,600 vehicles per hour. The trend

for Saturday is relatively uniform through the day with counts in the range of 1,000 to 1,500

vehicles per hour.

Figure 9-10: Traffic Entering O'Hare Airport - 1-190 Westbound
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Note: Traffic counts for Mondays and Sundays were not available for the entire 24 hour period.

Data Source: Landrum and Brown, Terminal Support Work Group Report #2, 1990

This time of day travel to and from O'Hare Airport reinforces perceptions about the travel to

and from the airport. Air passenger trips are dominant on Mondays, Fridays, and weekends

while commuter trips are more apparent Tuesdays through Thursdays. The evening peak is

pronounced in both directions and lasts more than five hours. This peak period traffic

contributes to congestion on the Northwest Tollway. According to Tri-State interchange

traffic movements, 8 to 12 percent of 1-190 traffic is connected to the Northwest Tollway.

9.3 Through Trips

Earlier sections have discussed passenger vehicle trips originating from or destined to the

corridor which totaled almost 2.3 million in 1990, or 15 percent of regional trips. Trips

traveling through the corridor will also affect the transportation system. This section will

examine the degree to which through trips play a role in the corridor. The CATS 1990

Household Travel Survey (HHTS) is the primary source of data for this analysis. This section

will use the weighting methodology discussed earlier which is employed in the HHTS to

provide an estimate of total trips. The HHTS data does not include trips made by persons who

live outside the six-covmty region.
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9.3.1 Regional Through Trips

An examination of the layout and orientation of the major arterials and expressways within

and surrounding the northwest corridor provides a means to estimate the proportion of through

trips Hkely to connect the districts in the region. This approach is displayed in Exhibit 9-4.

This method of estimation is general and is intended only to provide a rough estimate ofhow

these trips will affect the corridor. As an example, of trips bound from southern McHenry

County to northern Cook County, several potential routes traverse the northwest corridor:

Algonquin Road to Golf Road, Higgins Road to Oakton Road, or Routes 25, 31 and 47 to the

Tollway and Golf Road. The most direct route between the two districts appears to be

Northwest Highway to Dempster Road. Based on these potential routes, the probability of

through trips is estimated at 30 to 50 percent. This same methodology is employed for each

geographic pair of districts. Table 9-14 details estimates of total through trips between

districts.

Table 9-14: Range of Regional Through Trips by Direction







9.3.2 Interstate Through Trips

In addition to through trips captured by the HHTS data, some trips which pass through the

corridor will be made by persons living outside the six-county region. Unfortunately, a

reliable source for this data is not readily available. However, the survey data from the

Tollway Authority indicates for the section of the Northwest Tollway in the study area, more

than 99 percent of both weekday and weekend trips begin and end within the six county

region. Thus it may be said that the section of the Northwest Tollway in the corridor serves

almost exclusively travelers from the six-county region .

9.4 Commercial Vehicle Traffic

Commercial vehicles make up a limited portion of total traffic in the northwest corridor.

Commercial traffic is defined as single unit or multi-unit vehicles. Examples include tractor-

trailers, six-tire vehicles, three axle trucks, buses, and multi-unit trucks. This vehicle type is

more common on the corridor's expressways and on a limited number of arterials near

concentrations of manufacturing and light industry. Few expressways experience commercial

traffic volumes which exceed 10 percent of the total volume. Commercial traffic on arterials

is generally less than 5 percent of the total.

The expressway system in the corridor serves as a part of a regional and national network of

highways that provide routes for long-distance shipping. Roadways in the corridor important

to this network include 1-90, 1-294, and I-290/IL 53. This network primarily serves long-

distance commercial trips. Traffic on expressways and arterials not within this network is

more likely related to local distribution.

Data resources on commercial traffic in the corridor include publications from ISTHA and

CATS. Both of these resources provide data on commercial vehicle traffic as a proportion of

total traffic. The tollway provides figures on an annual basis, while CATS provides average

annual daily traffic volumes and proportions for specific roadways based on counts provided

by the Illinois Department of Transportation.

9.4.1 Expressways

Commercial vehicle traffic is relatively moderate throughout the expressway system in the

corridor and rarely exceeds 10 percent of the total. Table 9-16 lists the major expressways in

the corridor by the proportion of commercial vehicles. Expressways are grouped into three

"This result must be tempered with the understanding that there may be a non-response bias on survey respondents who are

passing through the region; these persons may not be well represented in the survey. Also, the survey data was collected

between 7 a.m. and 7 p.m., an interval of time that may be avoided by persons making interstate through trips; in other

words, they may choose to traverse the region in earlier morning, evening or through nights.
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categories based on commercial volumes: light, moderate/heavy, and heavy. Those classified

as light/moderate include all expressways with volumes of 5 percent or less, those with 5 to 10

percent as moderate/heavy and finally, those with more than 1 percent as heavy. Tollway

data is available only at tollbooth collection points, while IDOT data is more continuous.

The proportion and total volume of commercial traffic declines on 1-90 fi-om west to east. The

decrease in the proportion of commercial traffic is due to the combined effect of increasing

auto traffic and decreasing commercial traffic. Available data indicates that much of the long

distance commercial traffic in the corridor uses 1-90 to access either 1-294 or 1-290. This

movement suggests the possibility of routes intended to avoid congesfion on 1-90. The

proportion of commercial vehicles on 1-90 is more than 15 percent at the study area's western

boundary, declining to just 3 percent of the total volume east of 1-190.

North-south expressways in the corridor show less variation in commercial volumes. 1-294

carries 8 to 9 percent both north and south of 1-190. This route provides a connection for long

distance north-south movements between Indiana and Wisconsin. The I-290/IL 53 corridor

shows volumes of commercial traffic at 8 percent south of 1-90, falling to 4 to 5 percent north

of 1-90. This change at 1-90 together with declining commercial volumes on 1-90 east of this

junction indicates the movement of commercial vehicles fi-om 1-90 to I-290/IL 53 or fi-om I-

290/IL 53 to 1-90. North of 1-90, IL 53 ends at Lake Cook Road and does not connect to other

expressways. South of 1-90, the I-290/IL 53 corridor provides coimections to other

expressways and as a result, is a more desirable route for longer distance trips.

9.4.2 Arterials

Commercial traffic makes up a small proportion of total traffic on the arterial system. The

most significant level of commercial vehicle traffic is found on Busse Road through the

industrial areas of Elk Grove Village where the proportion of commercial traffic exceeds that

of any other arterial in the northwest corridor. Other arterials with a moderate level of

commercial traffic include Mannheim south of 1-90, and portions of Higgins Road,

particularly north and east of O'Hare Airport. Commercial vehicles account for less than 5

percent of total volume along other major arterials in the northwest corridor.
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Table 9-16: Percent Commercial Traffic

Locations of Expressways



traveling to the subarea. Metra carries most of the transit users from corridor while CTA rail

and Pace bus services carry most transit users to the corridor.

Despite a relatively low market share in the corridor, transit carries a significant portion of

work trips to and from select locations. Transit consistently carries more than 50 percent of

work trips originating in each of the corridor's subareas to the Chicago CBD. This destination

accounts for the vast majority of transit trips made by those living in the corridor. Transit also

carries a relatively high proportion of work trips made by residents of the city of Chicago to

locations within the corridor. This is particularly true for those headed to the eastern subarea,

where the transit share is almost one-quarter of work trips made by persons living in Chicago.

By contrast, the transit share is particularly low for work trips with an origin and destination

within the corridor where it captures just 1 to 3 percent of the total.

Trips to and from O'Hare Airport are also an important part of travel in the corridor. Data

from the 1989 Landrum and Brown report indicates that, in total, more than 120,000 frips

enter or exit O'Hare Airport on a daily basis. Approximately 17 percent, or more than 20,000

of these trips have an origin or destination in the corridor. Almost two-thirds of these trips are

related to airline travelers, while employees serve as the source of the remainder. The auto

mode accounts for the vast majority of access trips to O'Hare with the exception of airport

employees, 18 percent ofwhom use CTA rail. Auto access routes to O'Hare show a clear

orientation toward east-west routes. And finally, the evening peak traffic at O'Hare, both east

and west bound on 1-190, is pronounced and lasts for more than five hours - a fact that

contributes to congestion.

Through trips and commercial trips are also an important part ofthe corridor's fravel patterns.

Estimates from the 1990 CATS HHTS indicate that, in total, through trips account for 2 to 5

percent of corridor trips, with the higher proportion in the western subarea. Data on

commercial traffic, gathered from ISTHA, IDOT and CATS, show that commercial vehicles

account for a relatively small (3 to 15 percent) portion of total fraffic. Again, in the western

subarea, this portion is higher due, in large part, to lower automobile traffic volumes.
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